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DIESEL RAILWAY TRACTION SUPPLEMENT 


The November issue of THE Rattway GAZETTE Supplement, 
ustvating and describing developments in Diesel Railway 
Traction, is now veady, price 1s. 
GOODS FOR EXPORT 
The fact that goods made of raw materials in short supply 
ing to war conditions are advertised in this paper should not 


tea 
vw take 


n as indicating that they are available for export 


NOTICE TO SUBSCRIBERS 
Consequent on the paper rationing, new subscribers cannot be 
accepted until further notice. Any applications will be put on 
a waiting list, and will be dealt with in rotation in replacement 
f subscribers who do not renew their subscriptions 


POSTING ‘‘ THE RAILWAY GAZETTE ”’ OVERSEAS 
We would vemind our readers that there are many 
ountries to which it is not permissible for private individuals to 
send printed journals and newspapers. THE RatLway GAZETTi 
possesses the necessary permit and facilities for such dispatch. 
We would emphasise that copies addressed to places in Great 
Britain should not be re-directed to places overseas 


overseas 


TO CALLERS AND TELEPHONERS 
4s from Monday, November 13, and until further notice, our 
fice hours will be: Mondays to Fridays 9.30 a.m. till 4.45 p.m. 
The office is closed on Saturdays 


ANSWERS TO ENQUIRIES 
By reason of staff shortage due to enlistment, we regret that 
it is no longer possible for us to answer enquiries involving 
research, or to supply dates when articles appeared in back 
numbers, either by telephone or by letter 
ERRORS, PAPER, AND PRINTING 


Owing to shortage of staff and altered printing arrangements 


due to the war, and less time available for proof reading, we 
isk our readers’ indulgence for typographical and other errors 


they may observe from time to time, also for poorer paper and 
printing compared with pre-war standards 
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Railway Stock Ownership 


THERE are 1,137,000 stockholdings in the four British main- 

line railway companies. One-fifth of all holdings is for 
nominal amounts not exceeding £100; one-third of all holdings 
does not exceed £200; over a half is for amounts of not more 
than £400, and a limit of £1,000 brings in four-fifths of all hold- 
ings. Only seven holdings in every thousand exceed £10,000. 
These are a few of the interesting points brought out in a series 
of articles entitled ‘‘ Who Owns the Railways?’’ published in 
The Financial News. It is shown that voting control lies with 
small and medium holdings, and it is clear that there is no 
separate class, section, or caste called railway stockholders. Rail- 
way capital owners are, in fact, a wide cross-section of the entire 
British community. Ownership would not be more democratic if 
the railways were nationalised. The same would apply to the 
transfer of the lines to a public board. The conclusion is reached 
therefore that any proposed change in the status of the railways 
must establish its case, if it can, on operational grounds, and 
not in terms of the wider spreading of an allegedly narrow 
capital ownership. 


Indian Railway Finances 


At a recent meeting of the Standing Finance Committee for 
Indian Railways, the latest figures of actual expenditure for all 


State lines during the year ended March 31, 1944, were pre 
sented. Approximate gross earnings amounted to Rs. 181-21 
crores (£135,900,000), an improvement of Rs. 243 crores over 
the actual sum earned during the previous year, and Rs. 2-71 
crores more than the amount estimated in the revised budget. 
Total ordinary working expenses for 1943-44 were Rs. 89-97 
crores or virtually Ks. 21 crores higher than in 1942-43; they 


were, however, some Rs. 2 lakhs less than the budget provided. 
The surplus for 1943-44 is now expected to amount to about 


Rs. 49-68 crores as compared with Rs. 36-04 crores the figure 
in the original and Ks. 43-77 in the revised budget. The 
actual surplus in 1942-43 was Rs. 45-07 crores. In approving 


the programme of requirements for the year 1945-46, including 


Rs. 60 crores for rolling stock and Rs. 2 crores for machinery, 
the committee urged that all possible supplies should be pur- 
chased from indigenous sources, and that those which had of 


necessity to be imported should be procured from the United 
Kingdom, where the market was more favourable, financially, 
to India than that in other countries. 


Exports of Railway Materials 


The decision of the Board of Trade to publish in an abbre- 
viated form accounts of the exports of the United Kingdom for 
the years 1938, 1942, and 1943, enables some comparisons to be 
made of the changes which have occurred in the export of rail 
way materials. Main-line (other than electric) locomotives 
exported in 1938 numbered 168, with a total tonnage of 14,397, 
and were valued at £1,505,024. In 1942 only 12 locomotives 
weighing 456 tons and worth £71,000 were exported. Last year 
there was a small-scale revival to 27 locomotives with a tonnage 
of 1,722, and a value of £343,806. Other sorts of complete loco- 
motives, which in 1938 were exported to a weight of 1,403 tons 
and a value of £211,319, fell in 1942 to 397 tons, worth £66,514, 
and last year accounted for only 196 tons, valued at £37,563. 
Locomotive parts (except axles, tyres, wheels, motors, and so 
forth) totalled 8,367 tons in 1938, with a value of £1,112,987. 
This compares with 4,182 tons, worth £611,626 in 1942, and 
3,627 tons, worth £572,631 in 1943. Tyres, wheels, and axles (for 
locomotives, carriages, and wagons) amounted to 44,241 tons in 
1938, valued at £1,190,641. In 1942 they were: but 7,002, tons, 
worth £247,861, and in 1943, 6,314 tons worth £224,942. 


Destination of Exports 


The details given as to destinations railway exports are 
very brief, but it is shown that locomotive parts to British 
India, which were 2,163 tons in 1938 worth £246,228, were only 
1,319 tons worth £189,697 in 1942, and 456 tons worth £94,999 
last year. The Union of South Africa, which took 1,743 tons, 
worth £168,894, in 1938, reduced its import to 1,426 tons worth 
£162,784 in 1942, and last year shipments to the Union were 
1,512 tons valued at £177,482. Other British countries 
accounted for 1,985 tons of a value of £322,170 in 1938. In 
1942 the corresponding figures were 815 tons, valued at £153,196; 
last year they were 1 100 tons, worth £196,434. The Argentine 
Republic, which in 1838 took 840 tons, valued at £102,911, 
received only 114 tons, worth £21,865, in 1942, and last year 
its import was but 55 tons, worth £13,376. Other foreign 
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countries, which absorbed 1,636 tons, valued at £272,874, in 
1938, showed a decline to 508 tons, valued at £84,084, in 1942. 
The tonnage for 1943 was little changed at 504, in which year 
the value was £90,340. Details of other railway products 
exported are as follow: — 


Quantities Value 


Year Year 
ended December 31 ended December 31 


1938 1942 1943 1938 1942 1943 

Rail motor vehicles and Tons Tons Tons £ £ f 

tramcars «» 2,842 183 44 547,801 37,208 18,937 
Carriages 

Complete ... «» 2,174 161 278,387 22,340 

Parts (except axles, 

tyres and wheels) 4,495 425 605 587,240 81,444 88,497 

Wagons and trucks 

Complete ... «+ 36,299 4,645 5,993 1,473,541 282,082 341,086 

Parts (except axles, 

tyres and wheels) ... 13,493 1,075 996 622,460 65,418 90,889 

oss oe 


Overseas Railway Traffics 


Sir Montague Eddy’s hopeful statement as to the new rela- 
tions between the Argentine Government and the British-owned 
railways in Argentina caused a sharp rise in the prices of those 
The aggregate earnings of £47,590,600 were £4,386,800 
companies’ securities, which was partly due also to shortage of 
stock. Debenture showed the largest gains, and junior 
stocks also benefited. Traffics in the 16th and 17th weeks of the 
financial year showed in most instances only moderate gains, 
with the exception of the increases of £50,880 on the Buenos 
Ayres Western and of £35,700 on the Buenos Ayres & Pacific. 
The comparative smallness of the increase of £4,809 on the 
Central Argentine may be accounted for by the fact that in the 
two weeks the company experienced five days of rain. Brazilian 
railways continue to go ahead in their gross earnings and for the 
first 43 weeks of 1944 the Great Western, with an aggregate of 


gross 


issues 


£920,500, is £221,600 up. Corresponding figures for the Leopol- 
dina are a total of £2,020,555, showing an increase of £524,362. 
No.of Weekly Inc. or Aggregate Inc. or 
week traffics dec. traffic dec. 
£ £ £ £ 
Buenos Ayres & Pacific*... ae. 125,400 18,600 1,967,760 385,560 
Buenos Ayres Great Southern* 17th 181,200 3,780 2,812,320 203,700 
Buenos Ayres Western*... 17th 77,940 29,100 1,104,360 229,140 
Central Argentine* 17th 152,514 +4 687 2,891,583 544,104 
Canadian Pacific 42nd 1,220,200 44,000 51,237,600 + 4,457,400 


* Pesos converted at 16% to é. 

Aggregate net earnings of the Canadian Pacific Railway for the 
first nine months of 1944 amounted to: £5,324,200, a decrease of 
£1,228,200 in comparison with the corresponding period of 1943. 
The aggregate gross earnings of £47,590,600 were £4,386,800 
higher. 

osc 


Some Road Transport Comparisons 


Speaking recently at a meeting of the Oxford Chamber of 
Trade, Mr. W. G. Graham of Morris Commercial Cars Limited 
gave some interesting figures relating to road transport in this 
country and in the U.S.A. He said that in pre-war days there 
was in Great Britain only one fifth of the number of motor 
vehicles per capita in use, as compared with the United States, 
the figures being 1 in 17-7 of the population here, and 1 in 3-8 
in the U.S.A. He related these to the more heavy taxation in 
Great Britain of commercial road transport, as well as of the 
private motor user, and instanced that a goods vehicle of 15 cwt. 
capacity covering a normal mileage paid £50 4s. per annum 
here, but only £19 6s. in New York State. A 3-tonner was 
taxed at £79 2s. in Great Britain, against £32 14s. in the U.S.A. 
Mr. Graham said that since 1921 the British Treasury had 
secured no less than £800,000,000 from motor users, and this 
reacted unfavourably on commodity costs. He urged that taxa- 
tion be reduced. In his view the great field for commercial road 
transport was for journeys up to 100-150 miles, where road 
transport could guarantee delivery the same day, and door-to- 
door transit without transhipment, with less chance of loss or 
damage, and without need for elaborate packing. 


Driver’s Death in Bomb Crater 


As indicated in our November 3 issue, and in more detail “this 
week (page 469), the Court of Appeal has reversed the decision of 
a court of first instance which had held that the death of a 
driver through his engine falling into a crater made by an 


enemy bomb was due to “ war injuries.’’ The widow had 
sued the railway under the Fatal Accidents Act, and as 
administratrix of her husband’s estate under the Law Reform 
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(Miscellaneous Provisions) Act, 1934. It was admitted that, but 
for negligence in the instructions given to the driver, the accident 
would not have occurred. The point was taken, however, that 
damages were not recoverable from the company, as the injuries 
sustained were ‘‘ war injuries’’ under the Personal Injuries 
(Emergency Provisions) Act, 1939, which provided ‘for ompen- 
sation being paid exclusively out of public funds in respect of 
such injuries. Mr. Justice Charles in the Court below had 
accepted this contention, but provisionally assessed the images 
at £2,200 in case the Court of Appeal should take a different view. 
The Court of Appeal was unanimous that the injury to the driver 
did not come within the definition in Section 8 of the 1939 Act 
of ‘‘ war injuries caused by the impact on any person or 
property of any enemy aircraft.’’ It was the crater, not the 
impact of the bomb, which caused the accident. The Court 
agreed to the amount of damages and compensation being fixed 
at £2,200, of which £2,000 was to be under the Fatal Accidents 
Act and £200 under the 1934 Act. The rights conferred by the 
1934 Act for the benefit of the estates of deceased persons are in 
addition to any rights conferred on the dependants of deceased 


persons by the Fatal Accidents Acts, 1846 to 1908, or the 
Carriage by Air Act, 1932. 
Sas == 
The Possibilities of Boy Labour 
The successful employment in the United States of over 18,000 


boys from high schools in essential work on railway tracks is the 
more noteworthy because this labour has been entirely voluntary, 
Many of the boys had no need to work, from the financial stand- 
point, and many also, could have obtained more lucrative work 
in other industries. It is clear that the fascination of the railway 
attracted a considerable proportion of .these volunteers. Such 
has the attraction been that many of the boys, having worked 
on the track throughout one. summer, ‘returned next year to 
take up the same work again. It is true that, on the average, 
boys cannot turn out as much work in a day as full-grown and 
experienced trackmen, but this is beside the point at a time when 
the railways are in need of at least 40,000 track workers, and 
all help is invaluable. Moreover, the possibilities of such labour 
must not be overlooked. By the taste for railway work so created 
among a well-educated class, the railways may have at their dis- 
posal a reservoir from which, in the future, they will be able 
to draw many skilled track foremen supervisors, roadmasters, 
district engineers, and even higher officers. Many others, simi- 
larly employed in bridge-building and other railway work, may 
be thinking of the advantages of railroading as a career, and the 
railways will be missing a golden opportunity if they fail to 
keep an eye on the more promising of these lads, with a view to 
their future recruitment. 
osc 


Soleplates for Flat-Bottom Rails 


Increasing shortages of timber are directing enquiry towards 
prolonging the life of sleepers, not merely by preliminary pre- 
servative treatments, but also by more careful use of the sleepers 
in the track. In early days, all flat-bottom rails were dog-spiked 
direct to the sleepers, and the sleepers were ruthlessly re-spiked 
until they became spike-killed, or cut into by the feet of the 
rails, with little regard to the preservation of the timber. The 
soleplate was then introduced, to be interposed between the rail- 
foot and an adzed portion of the surface of the sleeper, and 
thus to spread the weight of the moving load over a iarger area 
of the timber. By degrees the soleplate has grown until in the 
United States, with the 131 lb. per yd. standard A.R.E.A. rail 
section, a soleplate of average design measures 13} in. long x 
8 in. wide, and weighs 224 lb. It is of rolled steel sheared into 
the 8-in. widths required, and punched with the holes to receive 
the fastenings. The seating for the rail is canted, to give the 
rail the desired tilt, and it is now customary to provide two 
shoulders, one on each side of the rail-foot, so that the latter 
is held securely to gauge in a kind of trough. Recently, on the 
Norfolk & Western Railway of the United States, a type of 
soleplate no less than 18 in. long, introduced first in 1940 for 
the greater protection of timbers on bridges, has been found so 
beneficial that it is now being laid extensively on curves of 
22 ch. radius and sharper on all the most important N. & W 
main lines. This soleplate, which is illustrated and described on 
p. 450, is claimed to be the largest ever yet used. 

sas == 
Driving the Last Spike—C.P.R. Commemoration 

Fewer than 50 persons witnessed the driving of the last spike 
at Craigellachie, British Columbia, on November 7, 1885, when 
the first transcontinental railway of Canada was completed. This 
year, on Dominion Day, the ceremony of driving the last spike 
was re-enacted as the main feature of a two-day celebration 
which attracted many outside visitors and raised a substantial 
fund to buy ‘‘ Milk for Britain,’’ and to further the work on the 
Civic Centre. The entire town was in holiday mood, and many 
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sore the dress of 60 years ago. More than 1,000 spectators 
attended the actual re-enactment of spike driving. The Canadian 
Pacific Railway is to be congratulated on the way in which it 
has kept alive public recognition of the momentous occasion in 
the development of Canada as a nation when the railway first 
inked all its provinces. We understand that bigger things are 
ganned for 1945, which will mark the sixtieth anniversary. 


American Railway Enterprise 


A vigorous defence of the enterprise of American railways in 
developing safety measures and in general technical advance was 
made recently by Mr. W. R. Triem, General Superintendent of 
Telegraphs on the Pennsylvania; it was in answer to certain accu- 
ations and unfriendly criticisms of railway safety by Mr. Wendell 
Berge, Assistant Attorney General, and by a manufacturer of 
adio apparatus before the Kilgore Sub-Committee on War 
Mobilisation. Mr. Triem pointed out that the Pennsylvania, 
shich was the first to experiment with visual cab signalling in 
1923, now has no less than 3,538 track miles of its principal routes 
ully equipped with this most valuable aid to safe operation. For 
sme years past experiments have been proceeding with electronic 
methods of communication on as well as to and from moving 





trains, and one section of its line is already being controlled in 
this way. The total Pennsylvania investment in signalling alone 


as been about $60,000,000 to date, and maintenance of signalling 
equipment is an annual charge of $5,000,000 on the finances of 
the company. Many other o§ the large United States railways 
have been equally active in this direction; and scarcely a week 
passes without new contracts being placed for centralised traffic 
ntrol, on a considerable scale, of single-track main lines. In 
the development of efficiency, also, the Pennsylvania is entitled to 
pride itself on the experimental station of its great Altoona loco 
motive, carriage, and wagon building plant, which costs 
$1,500,000 a year to run, and has 275 emplovees, of whom 62 hold 
hemical, mechanical, electrical, or civil engineering degrees. 


The Largest Soviet Locomotive 


Brief particulars of the largest type of steam locomotive to 
be built in Soviet Russia, for the 5-ft. gauge, appear on page 
464. The diagram and dimensions give an idea of the size of this 
ngine which is no less than 17 ft. 0? in. from the rail level to 
top of the chimney. In our issue of May 19, details were 
of the new Russian loading gauge, the maximum height 

which is 17 ft. 4% in., and the maximum width allowed in 
ertain cases 11 ft. 93 in. It appears from the diagram that all 
the coupled wheels are flanged, which would suggest excessive 
flange wear unless some form of radial axlebox has been incor- 
rated in the design. It does appear that the coupling-rods are 
tted with an auxiliary form of knuckle-joint-pin between the 
first and second, the second and third, and the sixth and 
seventh coupled wheels, which will reduce excessive strains in 
the coupling-rods when the locomotive is on a curve. The big 
end of the connecting-rod a!so appears to be fitted with roller 
earings. The tractive effort at 85 per cent. b.p. is 86,300 lb. 
vith a ratio of adhesion of 3-2 to 1; this latter figure is low 
vhen compared with normal standards. The maximum axle load 
n the coupled wheels is 17? tons. This fourteen coupled loco- 
motive is fitted with 28}-in. dia. cylinders. 














Trespassers 


It is a matter of common knowledge that many impecunious 
citizens of North American countries seek surreptitious travel 
ver long distances, chiefly on or in the capacious wagons of 
freight trains, without having paid their fares. The extent of 
this illicit train riding, which is a considerable preoccupation for 
train-crews, especially in the wilder western areas, may be 
measured by the fact that during 1943 no fewer than 584,000 
wauthorised travellers were removed from trains, prevented from 
getting on trains, or ejected from railway premises (but not 
arrested) in the United States. June was the most popular month 
for these activities, and in June, 1943, 58,966 of them were 
taught, an average of nearly 2,000 a day. Jumping on or off 
trains in motion, or the hazards of riding or walking in unsafe 
conditions, claimed the lives of 1,667 trespassers on United 
States railway property in 1943, and 1,126 were injured. Actu- 
illy, however, despite the material increase in train mileage, as 
4 result of war traffic, the figures just quoted were considerably 
lower than those of the preceeding years; there was a reduction 
04 258 in the number of trespassers killed, and 222 in those in- 
jurcd, as compared with 1942. This reduction is attributed to 
the fact that war conditions have practically eliminated unem- 
ployment, and that even minors are now, for the most part, 
fully employed, so that the urge impelling the workless to seek 
free travel in search of employment is no longer present. 
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Argentine Railway Agreement 


AS was briefly recorded in our last week’s issue, an agreement 

has been reached between Sir Montague Eddy, representing 
the British-owned Argentine railways, and the Argentine Govern- 
ment. The agreement, which was implemented by a Decree issued 
on October 30, is the outcome of many months of patient nego- 
tiation by Sir Montague Eddy, in the course of which he has 
visited Argentina twice. The details so far received from Buenos 
Aires do not permit of a detailed evaluation of the results which 
have been achieved, but Sir Montague Eddy has expressed his 
satisfaction with the outcome of the negotiations, which have 
been carried out in the friendliest spirit; it is clear that a measure 
of stability for at least two years has been introduced into the 
Argentine railway position. 

The main features of the decree implementing the agreement 
are that the increased tariffs granted in 1942 and 1943 for both 
British-owned and State-owned railways are extended to Decem- 
ber 31, 1946, and an increase in goods rates is authorised from 
December 1 this year; the wages of railway workers are to be 
increased so that the minimum rate will be 140 pesos (approxi- 
mately £8) a month, and wages up to 350 pesos (about £22) a 
month will be affected. Retentions of wages not already repaid 
are to be returned before the end of the year. The State rail- 
ways are to establish uniform tariffs with the company-owned 
lines. It is also recognised that income derived from the opera- 
tion of the new tariffs is to form part of the normal revenue 
of the companies and is not earmarked for special purposes. 

Sir Montague Eddy, at a press conference in Buenos? Aires, 
pointed out that the provisions of the decree stabilise the rail- 
way situation for the next two years. The tariff position was 
consolidated until 1946 whereas, under the conditions operating 
previously, some rates were scheduled to run for a few months 
and some for a little longer. Instead of the companies being 
faced with the problem of providing large sums for increased 
wages, the Government had recognised as right and proper that 
they should be given the means to meet the largely increased 
costs involved in the new scale of wages. He emphasised that 
the advances in wage rates absorbed the proposed family sub- 
sistence allowances. 

He is also reported as having said: ‘‘ We asked for permission 
to fuse the administrations and working of the companies, con- 
sidering it to be in the interests of the country—the more cheaply 
the railways can be run, the better for everyone here.’’ He had 
informed the Government that the reason he had made the pro- 
posal was because he considered that it was vital to the main- 
tenance of a high standard of social welfare in which the Govern- 
ment was interested that the country’s post-war railways should 
run modernly and that was only to be achieved by “‘ placing 
them under one hat. If we are to maintain the level of wages 
and provide a sufficiency of work, the railways must be operated 
in the most efficient and economical way. Obviously, if the rail- 
ways cannot improve their services, they must lose traffic to road 
competition which would mean a reduction in traffic receipts, 
profits and staff—which it is desirable in the country’s interests 
to avoid in every way. The subject, however, is one which 
remains open for further study and discussions.’’ 

Referring to the railway question from the viewpoint of British 
investors and their prospects, Sir Montague stated ‘“‘a lot 
depends upon the duration of the war. If we obtain a reduction 
in the almost overwhelming working expenses, particularly in the 
case of fuel and materials, then the position will be very different 
from that of today. Unfortunately, these difficulties must be 
faced for the time being. The main trouble, however, is the 
depreciated Argentine peso.”’ 

Although on balance it would seem likely that the immediate 
prospects of the proprietors of the British-owned railways have 
not been greatly improved, they appear to have been saved from 
an impending deterioration in an already parlous state. The most 
important positive achievement of the negotiations may well 
prove to be the cordial relations Sir Montague Eddy has estab- 
lished with the Argentine Administration. That may prove of 
great value in dealing with the long-term problem of the future 
of the railways. It is probably no coincidence that the stabilisa- 
tion of tariffs now agreed runs until the end of 1946, when the 
Mitre Law also expires, and with it valuable concessions under 
which the railways operate. 

As we were about to go to press a message from our Buenos 
Aires correspondent was received, stating that a Decree dated 
November 3 had been issued, under which the railways were 
granted exchange rates of 14-15 pesos to the £ for financial remit- 
tances and 14 pesos for the purchase of materials. (See page 470). 























































































Signalling in the U.S.A. in 1943 


HE latest official figures covering the development of 

signalling in the U.S.A. in 1943 show the tendencies that 
become increasingly evident during the last fifteen years 
still operative, and that although the war necessarily has 
led to a suspension of work on certain installations, it has been 
also the a good deal of new equipment being put in. 
rhe volume and current of traffic have been markedly altered 
by the war, with the heavy movements to the ports, training 
camps and store depots, and the increased quantities of coals, 
mineral ores and other material conveyed, not only to existing 


have 
to be 


occasion ot 


industrial centres, but to new plants established in entirely 
different localities 

As would be expected, automatic signalling again has been 
extended; 333 route miles have been equipped in the year, 
bringing the total route mileage to the remarkable figure of 
67,620 on January 1, 1944. There are still 32,861 route miles 


of semaphore type automatic signals, itself a great tribute to 
the degree of efficiency to which that type was brought by 


American signal engineers many years ago, but the light signal, 


in various forms, chiefly the colour-light, now - slightly 
exceeds this, and is used on 33,575 route miles. A good deal 


of route is single track, but there is much double and multiple 


track also. There were 85,485 automatic signalling sections at 
the end of 1943. In addition manual block signalling was used 


on 44,252 route miles, with a total of 5,177 block posts. 

It is of interest to note that lock-and-block now exists on but 
62 route miles and the electric train staff on 33, showing how 
automatic signalling has for some time been progressively 
installed whenever it has been desired to get a higher degree of 


safety and flexibility of working than that thought to be 
afforded by manual block working. It must be borne in mind 
that such block working in America, carried out almost 


invariably by telephone or the Morse telegraph, has not—save 
in a few special instances—reached the degree of organisation 
and application to complex operating conditions attained by the 
block telegraph system in Great Britain. There is still a 
great deal of permissive working; there are only some 1,660 
route miles on which it is totally prohibited. There are said to 
be some 6,691 interlocked boxes and 512 remotely-con- 
trolled interlocking installations, but as the figures purporting 
to show how these are divided as to types do not agree by a 
considerable margin with the total, it is difficult to tell how 
preferences are tending; generally it may be said that electric 
working is the most favoured method. Mechanical signalling, 
in any case, has never been adopted to anything like the degree 
it has in Great Britain, or indeed Europe generally, a large 
amount of local working of points, supplemented, it is true, by 


also 


signal 


electric detection in a great many cases, remaining at places 
where signal boxes would have to be used in this country. The 
methods of station and yard operation met with in America 
have a bearing on this. Where power working is used, how- 
ever, it is generally of the highest class, although some of the 


early installations are still at work after many years of excellent 
service. Even a few all-pneumatic plants remain. There is a 
great tendency to use the panel types of power box and many 


attractive examples have been put into service lately. Never- 
theless they have not displaced entirely in favour the more 
conventional forms, and installations of these continue to be 
made. 


The application of the centralised control principle, to which 
the operating conditions met with across the Atlantic are par- 
ticularly favourable, has continued to progress and at the 
end of the year covered some 4,004 route miles, compared with 
2,974 route miles at its beginning. The technical details of the 


newer installations are especially interesting and represent a 
remarkable combination of signal engineering, in the earlier 
acceptation of the term, with the achievements of the tele- 
communications field. The methods developed by the telegraph 


engineer to enable many messages to be sent over one conduct- 
ing pathway have enabled the signal engineer to send his own 
classes of messages, or controls, in ways hardly thought of a few 
vears ago as being suited to such work. As a result, the 
American methods of train operation, themselves ably developed 
over a long period of years to meet the prevailing conditions, 
have been carried by the application of scientific processes to the 
conclusion to which they had all along pointed, the direct control 
of practically all movements by the train dispatcher. The run- 
ning of the very heavy freight trains frequently met with in 
America, over sections of single-line route, sometimes abounding 
in heavy gradients, sharp curves and tunnels, in localities where 


THE RAILWAY GAZETTE 





November 10, 1944 
crossing stations must of necessity be located remote from 
habitations, precluding the employment of staff constantly op 
duty, has always been a major problem for the operating super- 
intendents. Traffic delays are doubly costly in these conditions, 
and very few suffice to upset the working on such routes and 
produce far-reaching effects. The dispatching system, in the 
hands of trained and conscientious men, not only in the control- 
ling office but at the stations and on the trains, especially if 
supplemented by automatic signals, was able to attain a very 
creditable level of efficiency, as the operating and accident figures 
of several lines prove, but the best results could never be 
achieved until the dispatcher was able, as now he can be ren. 
dered, to intervene directly in the operation of the points and 
signals throughout the area under his command. 


Post-War User of Locomotives and Train Crews 


N the years before the outbreak of the present war, much 
development work was taken in hand by the railway com. 
panies, which had for its object the elimination of unremunerative 
time made by engine crews and the increasing of the remunera- 
tive mileage worked by each individual engine. 
research pursued resulted in a reduction of the total engine stock 
and an improvement in the diagramming of the daily work of 
engine crews. 

In the post-war years it will be necessary more than ever to 
attain * economical and maximum efficiency and maintain the 
level of wages paid to the staff, to ensure that train crews are 
used on productive work for the maximum proportion of each 
working day. To achieve this the efficiency of the locomotives 
must be maintained, by careful examination, in as_ perfect 
mechanical condition as possible, so as to ensure them working 
without failure and loss of time, and as far as possible without 
attention from the artisan staff for a pre-determined period of 
time. 

The arrangements for servicing locomotives at motive power 
depots should be such as to implement the quick turn-round of 
engines for further work. “he economical use of the eight-hour 
day of train crews calls for a new line of thought as to the 
preparation and disposal of locomotives. It will be necessary to 
give serious attention to the employment of skilled artisan staff 
on the work of preparation of engines and staff other than engine- 
liberate train crews for train- 


The avenues of 


men on and so 
working duties only. 

The engine-driver bringing an engine on to the depot would 
report known defects which had become apparent on the journey 
either from his own observations or from reports passed on t 
him by the driver relieved. With the development of mechanical 
ind sight-feed methods of lubrication to axleboxes, valves and 
pistons, etc., underfeed lubrication to tender and other axle 
boxes, and lubrication to brake gear and other parts 
having only slight movement, the cruising range of locomotives 
can be established. At the present time the preparation times 
for engines, in a number of are based on the old _ loco- 
motives where all lubrication was done by the preparing driver 
The time and labour employed on the disposal and servicing of 
locomotives can be reduced and the locomotives, therefore, made 
ivailable quickly for traffic working by an extension of the policy 
of which the British railways have had experience during the 
war period, of rocking grates, hopper-bottom ashpans and self 
cleaning smoke-boxes. 

To obtain the benefit of the aforesaid policy will 
re-scheduling the working time books so as to ensure that the 
time of enginemen, made available for train working by the 
elimination of their employment on preparation and disposal 
work, is effectively used. This will be necessary to avoid the 
adding of time to make up unproductive time for the payment 
of the guaranteed day. It can be accomplished only by a com- 
plete re-diagramming of enginemen’s workings, 
possible, train times made to suit engine workings and engine- 
men’s times. 

The work of repairs to locomotives at motive power depots 
should be so arranged that all examination and repair work is 
carried out at a predetermined time, say, when the engine is 
stopped for washing out of the boiler. It is essential that the 
Chief Mechanical Engineer’s staff should pay special attention 
to the design of details and the secure fastening either by cotters 
or welding, so that repair work, necessitated by parts becoming 
loose or detached, is eliminated. 

It is felt that development on the lines indicated, with the 
economical number of units which allow for elasticity to be main- 
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will result in the more profitable 
the return on the capital value of 
ysed. If the suggestions put forward above are 


of enginemen’s time 
the locomotives 
fully developed, 


tained 
ind increase 


use 


rtain types of engines would run 100,000 miles per annum per 
ocomotive and the mileage of other types would be increased in 


, like manner. 
osc a= 


Western Australian Government Railways 


Tae financial statement issued in advance of the for the 
year ended June 30, 1944, shows that there after 
yyment o4 working expenses and interest, of £452,234, compared 
ith losses of £61,421 and £62,477 for the two immediately pre- 
ling years. Factors contributing to the loss of the year under 
a reduction of £31,384 in earnings and an increase of 
£348,417 in working expenses as compared with the previous year. 
The excess of earnings over working expenses represents a return 
ncapital of 2-21 per cent., against 3-63 per cent. 
ear—the return in the past 
ended on the system at June 30 
ncrease Of only £20,283 for the year. 
Over recent years coaching earnings have shown a steady and 
increase, and a big proportion of the increase in the 
r of journeys during the year under review was in suburban 
ravel. In goods and livestock earnings there was a reduction of 
£92,660 notwithstanding the larger tonnage carried. There 
: big haulage of short distance wheat traffic from depots adjacent 
) the seaboard to ports for shipment, and in consequence, 
iithough the tonnage greater, the ton-mileage was lower. 
There was a decline in quantities of general merchandise in 
dium and higher and a substantial increase 
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under ‘‘ alk other goods’’ which includes traffic for the defence 
rvices. Earnings per ton-mile for goods and livestock were 
ls. 10d., against 205d. Some operating results are compared 


uccompanying table : — 


1942-43 1943-44 
Miles open 4,381 4,381 
Train-miles 6,469,660 6,132,056 
Passenger journeys. 17,092,126 18,773,221 
ying goods and livestock, tons 2,504,682 2,560, 137 
Ton-miles (goods and livestock) - 329, 182,643 306, mw 50! 
Average haul, miles... pe oe a we 131-43 19-75 


Operating ratio per cent. 78-04 ‘36. 54 
£ £ 

Coaching receipts 1,359,776 1,425,789 
Goods and livestock receipts.. 2,881,269 2,788,609 
Total earnings ... ve ont 4,417,907 4,386,523 
Working expenses 3,447,512 3,795,929 
Net revenue 970,395 90,594 
nterest sme 1,031,816 1,042,828 
Net loss 61,421 452,234 

[he increase in operating expenses was due largely to factors 


the 
st approximately 


control of the administration. Basic wage increases 
£70,000 and war loading granted to the rail- 
way staff £43,000. Fuel cost £60,000 more, due mainly to 
the Higher prices of material involved the 
lepartment in increased manufacturing costs of tarpaulins and 
was reflected also in higher costs for rolling stock repairs, 
-sleepering, etc. The 337,604 in the train-miles 
tun was spread over all services, i.e. suburban and country pas- 
trains. and mixed t©ains. Train-mile earnings 
amounted to 14s. 4d., and expenses, excluding interest, to 12s. 5d. 
aa am 


Gladstone as Railway Planner in 1844 


[N times when much is heard about planning a transport 

system it is interesting to recall that in 1844 Gladstone, then 

the Board of Trade, attempted to bring railways under an 
State control by ‘‘ such regulations as would be most 
mpatible with the public interest’’ (House of Commons, Febru- 
1844). Railways then were subject only to indirect State 
mtrol through their private Acts of Parliament, which usually 
aid down maximum charges; this control was much the same as 
hat exercised over canals and turmpike road trusts. Some small 


utside 


rises in cost of coal. 





decrease of 


senger goods 


fective 


ary 5 


easure of direct control of railways had been introduced by 
the general Acts of 1840 and 1842 which, although concerned 


ith safety precautions, did set up a Railway Department in the 


joard of Trade. To appreciate why Gladstone wanted further 
mtrol it is mecessary to recall that public railways had 
tiginated in attempts to improve roads, and that the legis- 


ature did not realise until about 1839 that it was impracticable 
t traders, coach owners, and private persons to run their own 
‘tains with locomotive haulage and simply pay a toll for use of 
the line. 

Parliamentary committees of 1839 and 
mcern that this means of competition was non-existent, 


1840 expressed great 
but 
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failed to make suggestions for dealing with the situation because 
they thought that the experimental stage was not ended. More- 


over, certain facts concerning canals influenced current thought. 
Some canals were paying fabulous dividends (up to 100 per 
cent.), while others, built in the canal mania period, had never 
been profitable. Lack of ‘‘ uniformity of gauge ’’ hampered 
through passage of large barges. After 1840, when the small 


isolated railway lines were being linked rapidly, three tendencies 
developed: (a) when company had running powers over 
the lines of another (e.g., into a town), the attitude of owning 
company was frequently obstructionist; (b) where two lines were 
in competition, agreements were made, leading in most cases to 
an approach to Parliament for powers to amalgamate (the Mid- 
land Railway was formed in 1844 in this way); and (c) many of 
the large railway companies did all they could to discourage 
third-class passengers, affording such accommodation as open 
carriages attached to goods trains, often with no connections at 
junctions. Behind these problems was the fact that the Private 
Bill procedure did not provide for adequate representation of the 
public interest when a prgposed line was being considered. 
Gladstone guided the deliberations of the Select Committee of 
1844, the principal points of whose six reports were: the State 


one 


to have the right to purchase future railways, or revise the 
charges if high dividends were paid; if necessary, the Board of 


Trade to regulate recalcitrant railways ‘‘ in the public interest ’’; 
the Board of Trade to report to Parliament on future railway 
Bills ‘‘ with reference to the public interest ’’ and ‘‘ as a part 
of a great system of communication '’; and every company to 
run one train a day conveying third-class passengers in “‘ car- 
riages with seats and protected from the weather.’’ The problem 
of the purchase and revision rights was that, at that stage, it 
was not considered just to apply them to then-existing com- 
panies. Gladstone's Act, which received the Royal Assent on 
August 9, 1844, and came into operation on November 1, did not 
far as the recommendations (except as regards third-class 
passengers), as great opposition had been marshalled by the rail- 
ways. The special Railway Board set up in the Board of Trade 
under the chairmanship of Lord Dalhousie to review railway 
Bills from the standpoint of ‘‘ national advantage ’’ was termi- 
nated in than a year, as Parliament largely ignored its 
advice, and thus the attempt to plan a comprehensive and con- 
solidated railway system was unsuccessful. 

Gladstone never returned to the subject of railways; had he 
done so no doubt the clauses in the 1844 Act concerning purchase 
and revision of charges would have been developed in accordance 
with the plan he seemingly had formed in his mind, and not, as 
has been the case, remained inoperative save as a warning. The 
passage of years has proved that Gladstone’s ideas were sound. 
Economic considerations caused the railways themselves to co- 
operate in varying degrees from rate agreements to amalgama- 
tions; State interference developed, and culminated in the 
Ministry of Transport being set up in 1919 ‘‘ for improving the 


ZO so 


less 


means of transport,’’ and in the Railways Act of 1921 which 
enforced a planned grouping into four large undertakings, with 


control of charges and profits. 


More PassENGERS’ PREFERENCES.—In the spring of 1944 the 
New York Central System, in common with other railways 
which are preparing for the conditions of post-war travel 
that will prove of the maximum attraction to _ their 
patrons, circulated among five thousand coach passengers 
on its ‘‘ Empire State Express,’’ ‘ Mercury,’ * Pace- 
maker,’’ and other well-known trains a booklet entitled ‘‘ The 


Post-War Railroad Coach as I Would Like It.’’ Included in this 
compilation were 60 questions to be answered by those passengers 
who were prepared to do so, covering a wide range of opinions 
on coach design, furnishing, equipment and service. The answers 
received have now been tabulated and analysed; and on the 
whole the management of the railway has been surprised that 
passengers’ requirements are so modest. With the men, the most 
important factor in train comfort is air-conditioning, and pas- 
sengers generally prefer a temperature of about 74° F., except in 
extremely hot weather, when some variation is desired according 
to the conditions outside the car. Both men and women, 
whether smokers or not, object to general smoking in all parts 
of open cars, and wish it confined to small smoking-rooms at the 
ends of the cars. An overwhelming majority of both sexes prefer 
individual reclining-chair seats, with advance reservation. Four 
out of five passengers have no fault to find with the existing 
timetables, and, most surprisingly, by a majority of two to one 
a preference is expressed for existing speeds rather than the 
higher speeds suggested as possible—presumably from the fear 
that faster travelling may prove less comfortable or safe. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


“*A Protest at Railway Propaganda ” 


Lendon, S.E.6. October 30 
To THE Epitor oF THE RAILWAY GAZETTE 
Sir,—The criticisms regarding the appearance of the signal seen 
in the poster issued by the Railway Executive Committee as a 
waming against holiday travel seem to me to have no real 
foundation. The artist probably was given a photograph of a 











sable: 


The signal is against Holiday Travel 
THIS SUMMER 


standard L.N.W.R. type semaphore to work to, a design pro- 
duced under the direction of F. W. Webb, under whose control 
the Signal Department was placed when first established and 
who exercised a marked influence on the details of every part of 
the signalling equipment used on that line. Large numbers of 
these signals are still to be seen, and I enclose a photograph of 
one. 

Webb’s signal arm was, it is true, corrugated, but as this 
feature did not form part of its appearance, from the signalling 
point of view, the artist was, I think, justified in ignoring it for 
the purposes of a poster. The three bolt heads, correctly placed 





by him, one on each side of the up-and-down rod joint, and one 
near the spectacle, mark the end of the arm spindle and the means 
of adjusting the spectacle casting horizontally. The arm is 
riveted to the spindle casting, from which the spindle itself, passes 
through bearings or the left of the post, a form of construction 
favoured by some engineers in the days when the old pre-grouping 
railways were developing their own designs of signals, having 
previously used those provided by contractors. One does not 
expect the exactness of a mechanical drawing in a poster, the 
purposes of the two being widely different, and this much criticised 
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picture appears to me to be a good reproduction of the iype of 
signal apparently used as its model. 

I see little force either in the objection that the green glass jg 
not correcily coloured and that it ought to be blue. The public 


sees green lights and does not concern itself with the fact that a 
blue glass is used to get the best effect in conjunction with an gjj 
flame. Some years ago several of our railways used a grass green 
glass—Great Northern, Great Central, Midland, District, and the 
Scottish lines, for example—and signals so fitted are still to be 
seen, but eventually all adopted the blue—or signal green—glags 
as the lights produced with the older glasses looked rather pale 
and yellowish. The blue shade was at first known, I think, as 
Admiralty green, as it has been standardised originally for the 
starboard navigation light on board ship. 
Yours faithfully 
T. S. LASC 





LLES 


London Midland & Scottish Railway Company 
Advertising and Publicity Department, 
Euston Station 
London, N.W.1. October 31 
To THE EpiToR oF THE RaiLtway GAZETTE 

Sir,—As Chairman of the Committee responsible for the issue 
of this advertisement, I would like to say that the signal design 
was devised to be symbolic of the Government’s publicly 
expressed desire that there should be no summer holiday travel 





The railways, which before the war used every endeavour to 
attract passengers, through the exigencies of war, had to reverse 
this policy, and if some of your readers have found this unpalat- 
able, surely it is no more than can be said of most of our 
necessary wartime restrictions. 

Your correspondent Mr. Cecil J. Allen suggests that the signal 
is technically wrong. The drawing, executed by our L.M.S.R. 
staff artist, Mr. Reginald Mayes, shows correctly the position of 
the bolts. The three bolts secure the spectacle casting to the 
arm; the left-hand bolt secures the arm and spectacle casting tc 
the spindle on which, of course, the arm rotates. The ‘‘ curious 
attachment of a pendant description ’’ is the operating rod which 
pushes the arm to the ‘‘ Off ’’ position. 

I attach the photograph which our artist took as his guide. 

Yours faithfully, 
LOFTUS ALLEN, 
Advertising & Publicity Officer 


British Railways—Facts and Figures 


6, Carver Road, Hale, 
Cheshire. October 30 
To THE EDITOR OF THE RAILWAY GAZETTE 

Str,—Under the above heading on page 396 of your issue of 
October 27 the total train miles (goods and passenger) are given 
as 419 millions in the last pre-war year, and 358 millions in 1943, 
a decrease since the war of 14 per cent. 

The extra high-speed trains have been withdrawn, the overall 
scheduled speeds of most express trains have decreased by 4t 
least 20 per cent. (the actual speeds have decreased much mote), 
and the passenger train mileage has gone down by 29 per cent. | 

One would expect that the reduced gap between the speeds 0 
passenger and goods traffic, plus the large decrease in the mileage 
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{fast trains would make traffic operation easier than before the 
yar (after all, it is not the signalman who is inconvenienced if 
there are 20 passengers in a compartment instead of 10), and as 
the railway companies used to maintain that on account of the 
ompetition of road transport they handled much less traffic 
than they were able to take, I do not see why their present per- 
formance should be regarded as particularly praiseworthy. 

In any case, need civilians praise themselves and each other so 
ften for doing their chosen peacetime work in wartime, even if 
they do it well? 

Reading each week of the marvellous feats of the railways 
[almost forget at times that the soldiers are in the war too. 

Yours faithfully, 
F. S. EDWARDS 


German Condensing Locomotive 
B.L.A. October 26 
RAILWAY GAZETTE 
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To THE EDITOR OF THE 
Sir,—I have pleasure in enclosing some 
210-0 German condensing locomotive details of 
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tions are available in stock or easily cast. Im any case, an 
immediate saving in locomotive expenses is effected by the 
elimination of one starting effort in the case of every—often 
moderately—long train. In very few cases is it impossible to 
extend a platform in one direction, even if a level crossing, 
turnout, or signal box bars extension in the other. The pre- 
sumed aim of our railways is to make travel more popular, and 
here, it would seem, is a cheap and easy means of obviating 
considerable unpunctuality, a serious cause of unpopularity. 
Yours faithfully, 
ENGINEER 


Free Wheels for Rolling Stock 


Nigerian Railway, Ibadan, 
Nigeria. October 20 


To THE EDITOR OF THE RAILWAY GAZETTE 
Str,—I was glad to see Mr. Peters’ letter about coned tyres 
in your September 1 issue; he is quite correct that the alleged 
beneficial effect is merely a plausible hypothesis 


In the course 








Fig. 3—Close-up view of motion 


arded to you in my letter of September 15, published in your 
lttober 27 issue, and which may be of interest to you. 


Fig. 1 is a general view of the locomotive and _ tender. 
Fig. 2, rear view, shows the louvres to the radiators of the 


tender fairly clearly. In Fig. 3, showing the motion, the large- 
liameter steam pipe leading from the exhaust can be seen run- 
ting down behind the high running plate. Fig. 4 is a view of the 
tender taken from the cab roof and shows the 7-ft. fans below 
mesh grills, which were driven by the engine in the compartment 
a the foreground by horizontal shafting. 
I hope these photographs will be of use and interest to you. 
Yours faithfully, 
J. H. LOCKYER, 
Lt. R.E. 


Inadequate Platform Lengths 


London. October 28 
To THE EpiTor oF THE RAILWAay GAZETTE 
Sir,—The war has emphasised that fertile source of cumula- 
tive delay to passenger trains, the short platform. Not all rail- 
rays in this country are addicted to this complaint, but on some 
ittany rate it is responsible for the late arrival of certain trains 
mounting to anything over half an hour. A recent journey 
ver one section of line took nearly three hours against a booking 
ftwo hours, mainly because the train had to pull up twice at 
irtually every station. It may be argued that this would not 


fave occurred in peacetime because trains are then shorter, but 


vill they be in future? After all, what expenditure is involved 


lextending a platform, especially when standard concrete sec- 


Fig. 4— View of tender from above 


of 20 years’ work on railways and extensive study of railway 
literature I have never seen an adequate theoretical justification 
nor any reliable account of a practical demonstration. 

Most people when considering the effect of coning seem to 
visualise a single truncated cone rolling freely on a flat surface 
and they apply the same. visualisation to rolling-stock wheels; 
this is merely a figment of their own imagination and bears no 
resemblance to facts. Two truncated cones connected rigidly 
on their common axes constitutes a very different matter; two 
or more such sets connected with their axes parallel is still 
further different, yet this is actually what has to be considered 
in practice. Whatever beneficial effect a single cone might have 
is completely upset by inter-action with the others together with 
the fact that at the most only one, and quite likely none, of 
the axles will be radial to the curve. 

Coning of one in hundred which is near enough cylindrical as 
to make no difference has been tried and has shown no dis- 
advantages; one of the large Australian railways uses cylindrical 
tyres with satisfactory results. 

In the earliest days of railways when wheels were cast, coning 
was probably adopted to facilitate withdrawal from the moulds. 
I have heard it said that one advantage of coning is that as 
tyres wear they merely become more cylindrical, whereas if they 
started cylindrical, with wear they would tend to become con- 
cave; if this is really so, well and good, but let this be given as 
the reason for coning, and not pseudo-scientific but inaccurate 
ideas about curvature. 

Yours faithfully, 
R. E. BROOMFIELD, 
Senior Assistant Engineer 
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The Scrap Heap 


PENNY IN THE £ EQUALS £10 MILLIONS 

Sir John Anderson, Chancellor of the 
Exchequer, stated recently that on the 
basis of the existing graduation of income 
tax the product of a penny in the £ on 
the standard rate of income tax for 
1943-44 was approximately £10 millions. 
For 1944-45 it was estimated to be £11 


millions. 
* + * 


The busiest day of the war for the tele 
phone enquiry staffs at London’s main 
line railway termini and the London 
Transport headquarters was ‘‘ Doodle- 
bug ’’ Friday—June 23, 1944—when they 
answered 19,600 travel queries from the 
public. Since war began, more than 
26,115,500 enquiries have been answered 

7 . . 
U.S. Wants To CoME TO BRITAIN 

The British 
place of U.S. tourists after the war, ac 
cording to a new U.S. survey, reported 
by the British United Press. Continental 
Europe will be second favourite, other 
American countries third, and Russia 
fourth. Luxuries, such as_ individual 
radios, telephones for the business man to 
keep in touch with his office, and a news 


service, will be provided in _ post-war 
planes. 
* & * 
MANNER—DURCHS FENSTER 


It was announced recently by the 
German radio that notices had _ been 
posted in trains operating in areas sub 
ject to Allied spelling, to the effect that 
in the event of an Alert women were to 
leave the carriages by the doors, and men 
through the windows. The _ instruction 
Manner—durchs Fenster (men through the 
window) has doubtless been given because 
most of the German rolling stock is of the 
open fype with end doors, and with large 
windows alongside every group of four 
seats which can be lowered to waist level. 


Isles will be the favourite 
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THE RAarLway MANIA 

Exactly 100 years ago the great railway 
mania was beginning, and in November, 
1844, new railways were projected involving 
a capital of £563,203,000. During the 
parliamentary sessions of 1844, 1845, and 
1846, railway Acts were passed by the 
legislature authorising the construction of 
8,470 miles of new railway, involving a 
capital of £180,138,901. In 1846 some 
200,000 men were employed in constructing 
railways, and it was estimated that a sum 
of £260,000 was being disbursed weekly in 
the payment of wages. The following table 
shows the Acts of Parliament passed during 
this period :— 


Acts Acts 
for for Total Capital 
new exten- acts authorised 
lines sions 
é 

1844 an 26 22 48 17,870,361 
1845 oe 76 44 120 60,824,088 
1846 a wa 45 270 132,096,224 
1847 ut 115 75 190 40,397,395 


In this connection, it is interesting to 
record the total numbers of Acts of Parlia- 
ment passed during the first half of last 
century, beginning with the one for the 
Surrey Iron Railway in 1801 :— 


New Exten- New Exten- 
lines sions Total lines sions Total 

1801 | -— | 1826 10 ! it 
ca ; _ : 1827 | 5 6 

= 1828 5 5 10 
a " | 1829 5 4 9 
1806 — > 2 1830 5 3 8 
1807 — 7 1831 5 4 9 
isos ot l 1832 5 4 9 
1809 3 3 1833 5 6 i 
isio 61 | 2 1834 5 9 14 
igiit 3 ! 4 1835 8 Wt 19 
1812 2 ! 3 1836 29 6 35 
isis — 1837 15 27 42 
isi4 | 1 2 1838 2 17 19 
isis — 1 | 1839 3 24 27 
yié =| — 1 1840 — 24 24 
isi7 | — | i841 I 18 19 
isis | — 1 1842 4 18 22 
isi9 | o= I 1843 5 19 24 
1820 — ! ! 1844 26 22 48 
1821 2 1 3 1845 76 44 120 
1822 — 1 1 1846 225 45 270 
1823 ~— 1 ! 1847 115 75 190 
1824 2 | 3 1848 28 57 85 
1825 8 ! 9 1849 — 34 34 





** . . . and being on this route you'll be QUITE at ’ome when the 
Company starts its air service 
(Reproduced by permission of the proprietors of “ Punch” 
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‘* What I mean is, when the trains 
were completely blacked out the 
things opposite were just vague, 
dim, shadowy horrors ms 


From “ The Evening Neu 


* * * 
‘* ELECTRIFY THE BOARD OF TRAD! 
Mr. Harcourt Johnstone (Secretary 


Overseas Trade Department): Yes, I 
have stated in this House that the hopes 
of the Board of Trade and my Depart- 
ment rest very largely upon the develop- 
ment of the electrical industry, which is 
one of the most promising in the country 
We are taking all steps to maintain the 
closest possible contact with them 

Mr. De la Bere: Why not electrify the 
Board of Trade? ; 

< ” * 


M.Ps. SILtENtT—A ReEcorRD?, 

It is reported that the voices of mem- 
bers of the Southern Rhodesian Parlia- 
ment were rendered inaudible, on a 
recent occasion, by thunder, and that the 
House had to be adjourned. Members 
are said to have been unable to hear even 
their own voices. 


* ” * 


Judge, during cross-examination of 
witness, addressing Counsel: ‘‘ And what, 
Mr. Blank, does the witness mean by the 
expression ‘ Sez you ’?”’ : 

Counsel: It appears that this is an 
American expression which has gained a 
remarkable currency in the language of 
the people through the insidious agency 
of the cinema, and the expression is used, 
I am given to understand, to indicate a 
state of dubiety in the mind of the 
speaker as to the veracity or credulity of 
the statement made to him.’’ 

Judge: ‘‘ Oh yeah!”’ 


* * * 


TAILPIECE 

(Train heating has been restored) 
The English summer now has passed, 

That dreary time of chilly rains; 
A better season dawns at last 

With heating in the railway trains. 
O Fireman, hear my urgent plea, 

Please save a little steam for me! 
Now pleasant will the journey be, 

How every passenger delights! 
Thanks to a thoughtful railway he 

Keeps warm and snug on wintry nights. 
The signals, Driver, bear in mind, 

But send some steam to those behind! 

A. ¢. 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


INDIA 


Railway Assets Inquiry 

The Railway Convention Committee, 
ijn an interim report dated August 2,, 1943, 
recommended two inquiries in connection 
with the railway depreciation fund; one 
immediate, as to what additional appro- 
priation, if any, should be made to the 
depreciation fund during the war as an 
emergency provision; and a comprehen- 
sive inquiry, as early as possible, into the 
lives of the assets, including obsolescence, 
and the consequent normal rate of contri- 
bution to the fund, and into any other 
matters, such as the level of prices, affect 
ing the fund. 

The former inquiry was undertaken last 
year, and a memorandum was approved 
by the committee at a meeting in January, 
1944 (see The Railway Gazette of March 
24 last). The recommendation of the 
committee was implemented in the rail- 
way budget for 1944.45 

For the second inquiry, the Govern- 
ment of India has decided to set up a 
committee to consist of Mr. T. S. Sankara 
Aiyar, retired Financial Commissioner of 
Railways (Chairman); Mr. W. G. W. 
Reid, Chief Mechanical Engineer, 
Madras & Southern Mahratta Railway: 
and Rai Bahadur D. Dutt, retired Deputy 
Chief Engineer, North Western Railway. 
This committee will assemble shortly and 
will visit all State railways, examine re 
cords relating to the replacement of assets, 
and, after discussion with local officers 
und physical inspection of assets, will re- 
port what alterations, if any, are called 


for in the normal lives of assets assumed 
in the existing railway depreciation fund 
tules. It will report also on the quantum 


und condition of those assets which, ac 
ording to normal lives so far assumed, 
should have been ‘renewed before now, 
but which it has not been possible to re- 
1ew because of the war, as well as on the 
quantum of which are likely to 
need renewal in or before 1949-50. The 

vernment has decided further that, in 
view of the uncertainty of conditions, the 
committee need not inquire into the ques 
tion of prices at which assets will have to 
be replaced at the cost of the deprecia- 
tion fund. The committee is expected to 
complete its work in six months. 


assets 


CANADA 


C.N.R. Train Operation by Radio 

The initial test of a two-way radio- 
communication system, made recently in 
the Montreal terminal area of the Canadian 
National Railways, is stated by officials 
of that system and of the Canadian 
Marconi Company to have been satisfac- 
tory. Two C.N.R. locomotives, one diesel 
and one electric, have been equipped, and 
will operate in and out of the terminal 
on instructions’ which their respective 
drivers will receive by radio, during a 
series of further tests, instead of on re- 
ceipt of written train orders and signals, 
aS previously. 

For the tests, a 50-watt transmitter of 
the frequency modulation type is being 
ised for the two-way communication. It 
operates on 38-6 megacycles. This sys- 
tem gives freedom from static and other 
interference, particularly where trolley 
wires are located. It has a possible range 
{ 20 miles, but, for the time being, less 
than half that range will be required by 
the two locomotives. The transmitter is 


KUM 


housed in the signal control tower, which 
is just north of the C.N.R. lift-bridge 
crossing Lachine Canal, and is in charge 
ot the Chief Train Controller. On the top 
of the lift-bridge is a 20-ft. co-axial an- 
tenna, approximately 175 ft. above the 
ground. A #-in. co-axial cable connects 
the antenna to the control unit; the 
special cable is of copper and to prevent 
condensation the space in the tubing is 
filled with dry air. 

Each locomotive is equipped with a 50- 
watt transmitter, a receiving set, loud- 
speaker, microphone and antenna. For 
the tests, two antenne have been ap- 
plied, one horizontal and the other 
vertical. 

The Department of Transport at Ottawa 
has issued a temporary licence to the 
C.N.K. for the broadcasting of train orders 
in the Montreal area. The C.N.R. pre- 
viously has beer associated with radio de 
velopment, one of which was the owning 
and operating of a coast-to-coast chain of 
radio stations. When the Canadian 
Broadcasting Corporation was formed, the 
Government took over the C.N.R. 
stations. 


UNITED STATES 


Railway Sales 

years the Wabash Railway 
under lease, a 693-mile 
Missouri-Kansas-Texas 


For some 
has operated, 
branch of the 


Railroad from Moberly to Hannibal, 
Missouri. The Interstate Commerce Com- 
mission now has authorised the former 


company to purchase the branch outright 
for $2,400,000. 

The United States District Court for 
the Southern District of Florida, under a 
final decree of foreclosure and sale, has 
directed the sale of all properties belong- 
ing to the Seaboard-All Florida, Florida 
Western & Northern, and East & West 
Railroads, which hitherto have been oper- 
ated under lease by the Seaboard Rail 
way. The minimum prices laid down are 
$2,340,580 for the S.-A.F.R. and $7,006,420 
for the F.W.N.R.; the successful bidders 
must obtain the confirmation of the court 
and ask approval of the Interstate Com- 
merce Commission before being permitted 
to operate the lines. By direction of the 
Federal judge, the receivers of the Sea 
board Railway are permitted to bid for 
the properties. 

Successful Working with C.T.C. 

Statistics recently published concern- 
ing the working of centralised traffic con- 
trol on the Shenandoah Valley line of 
the Norfolk & Western Railway show that 
it has proved of considerable success. 
This line extends roughly north and south 
fcr 238 miles between Roanoke, Virginia, 
and Hagerstown, Maryland, and before 
the war was used by only two passenger 
and three through freight trains in each 
direction daily, with certain local freight 
workings. But the wartime diversion of 
coal from the coastal-shipping routes to 
the railways has altered the situation com 
pletely; and, whereas in February, 1939, 
91,213,000 gross ton-miles was recorded, 
by February, 1943, the figure was 
588,557,000 gross ton-miles. On a single 
day 1,223 loaded and empty bogie wagons 
were moved northward from Roanoke, 
and 715 in the opposite direction. The 
worst grade is for 34 miles southbound at 
1 in 67 between mileposts 221 and 225, 
with curves as sharp at 12} ch. radius; a 
similar gradient occurs elsewhere up to 3 
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miles long, and beyond Shenandoah there 
are short banks as steep as 1 in 50. The 
Mallet ccmpound articulated locomotives 
require assistance to each of these sum- 
mits, so complicating the operating prob- 
lem with light-eugine movements. 

As a result of the traffic increase, and 
growing delays to trains, the line was 
doubled for 10} miles between Vesuvius 
and Cold Spring, over one of the summits; 
and, c.t.c. was installed over the 84} 
miles between Roanoke and_ Stuarts’ 
Draft, and also along the 33}? miles over 
the summit between Shenandoah 
and Bentonville. Before the  instal- 
lation of c.t.c., through freight trains re- 
quired an average of 7 hr. 18 min. for 
the 131 miles from North Roanoke to 
Shenandoah, and 7 hr. 54 min. in the 
opposite direction; these times now have 
been cut to 6 hr. 5 min. and 6 hr. 4 min., 
respectively. Similarly, over the 1054 
miles between Shenandoah and Hagers- 
town, though with the help of only 333 
miles of c.t.c., through times have been 
reduced by an average of 33 min, north- 
bound and 60 min. southbound. 


C.T.C. for Pere Marquette Railway 

Centralised traffic control is being in- 
stalled by the General Railway Signal 
Company on the Pere Marquette Railway 
over 27} miles between Grandville and 
East Sangatuck, Michigan. 


SWITZERLAND 


Federal Railways Budget 

Budget estimates for the Swiss Federal 
Railways for 1945 show construction costs 
at fr. 37,400,000. General expenses for 
the year are to be kept as low as possible, 
it is stated, and a preliminary estimate 
amounts to fr. 450,500,000; of that sum, 
fr. 163,200,000 is to be spent for the main 
tenance of rails and rolling stock, and on 
purchases of material. 

Federal Railways Results 

The Swiss Federal Railways report that 
revenues derived from passenger trans- 
port in September last amounted to 
fr. 17,790,000 or fr. 1,150,000 more than 
in the corresponding month of 1943; about 
200,000 more passengers were carried. 
Although the volume of goods traffic de- 
creased, revenue increased by fr. 1,250,000 
to fr. 20,960,000. Expenses for Septem- 
ber were fr. 1,900,000 higher than for the 
same month of 1943. 


SPAIN 


Locomotive and Rolling-Stock 
Building 

Statistics recently published 
Basque Chamber of Commerce, Vizcaya 
Province, show that 26 locomotives and 
633 coaches and wagons were manufactured 
in that province during 1943. By the end 
of that year a further 39 locomotives and 
253 vehicles were under construction. 
Repairs were carried out during 1943 to 
61 locomotives and 595 vehicles. The 
construction for the year was shared by the 
following manufacturers :—Sociedad_ Es- 
pafiola de Construcciones Babcock & Wilcox 
(3 locomotives) ; Sociedad Espafiola de 
Construccion Naval (6 locomotives and 325 
vehicles) ; Compafiia Euskalduna de Con- 
struccion y Reparacion de Bugues (17 loco- 
motives and 26 vehicles); Mariano del 
Corral (100 vehicles) ; and Miravalles (202 
vehicles). 

Construction during previous years has 
been as follows :—1939: 11 locomotives 
and 17 vehicles; 1940: 7 locomotives and 
323 vehicles; 1941: 16 locomotives and 
776 vehicles; 1942: 53 locomotives and 
778 vehicles. 


by the 
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Larger Soleplates for Sleeper Preservation 


The Norfolk & Western Railway has introduced a steel soleplate 
18 in. long, claimed to be the largest in use, to provide better 
bearing for the rolling load on curves 


ie 1940 the Norfolk & Western Railway 

of the United States, in order to in- 
crease the life of bridge timbers directly 
used for the support of railway track, 
introduced a new type of  soleplate, 
claimed to be the largest ever yet de- 
signed for railway permanent way work. 
Previously the standard double-shoulder 








NOTE:- , 

All spike holes to be 3 
square with corners 
rounded to approximately 
ig Padius 


131 LB. RE. 


the shoulders for the rail-holding spikes, 
and two holes, one intermediately on each 
side, for spiking down the large flanged 
fishplates. 

As previously mentioned, the new 18-in. 
soleplate was intended for use on bridge 


timbers, but it was soon realised that 
there were other locations in which it 
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Approximate weight 
of Soleplate 34 Ib. 
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rail, with (below) plan of standard 13}-in. plate for comparative 
purposes 


soleplate used on main lines with the 
131 lb. per yd. A.R.E.A. flat-bottom rail 
section was 13} in. long and 8 in. wide, 
and weighed 224 lb. The new plate, 
which is 18 in. long, 8 in. wide, and } in. 
thick, weighs 34 lb., or half as much 
again as the old. The seat is canted for 
the usual 1 in 20 tilt. As with the pre- 
vious plates, each plate is punched with 
ten holes, four at the outer corners for 
the holding-down spikes, four adjacent to 


might give valuable service. The Norfolk 
& Western carries a very heavy coal 
traffic; the total load over certain routes 
amounts to as much as 55,000,000 gross 


tons annually, and the area through 
which this traffic is hauled is moun- 
tainous, with heavy grades and curves 


even in the main lines as sharp as 7} 
ch. radius. With the heavy locomotives 
used, the lateral thrust on the rails or 
curves is considerable, and the gauge has 
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had to be restored at frequent intervals. 
The re-spiking so made necessary resulted 
in the spike-killing of the timber under 
the soleplates, and another type of 
mechanical wear was the plate-cutting of 
the timber under the soleplates on the 
inner side of the rails on the curv As 
a result, the life of the sleepers was being 
reduced unreasonably. 


The decision was therefore taken to 
extend the use of the 18-in. soleplates 
to the worst curves in the main lines. [ft 
was realised that, if these plates were 


substituted for the 13}-in. plates already 
in use on the curves, the former would 
bridge the spike-killed portions of the 
timber, and make it possible to drive the 
holding-down spikes in sound wood. It 
was hoped also, with the greater length, 
to reduce if not to eliminate plate-cut- 
ting. With the first 50,000 plates, laid in 
1940, the use was confined to the low 
side of curves of 93-ch. radius or sharper 
on certain routes only; it was then decided 
to extend the use to both sides of curves 
of 144-ch. radius or sharper over the 526 
miles of main line between Kenova (West 
Virginia) and Norfolk (Virginia), and also 
over the 410 miles between Roanoke 
(West Virginia) and Columbus (Ohio); for 
this purpose 150,000 more plates were ob- 
tained. Next, the instructions were 
broadened to include all curves of 27-ch 
radius and sharper on the _ eastbound 
main track between Portsmouth (Ohio) 
ind Norfolk, 565 miles, and on the west- 
bound main track between Roanoke an 
Columbus. Also, on the 9-mile 1 in 50 
iscent to Elkhorn Tunnel, the summit by 
which the Allegheny Mountains ar 
crossed, the 18-in. plates are applied to 


curves even as flat as 80-ch. radius 
Further, they are used throughout the 
system on practically all main track 


underline bridges. 

So far as possible, especially on the 
flatter curves, the 18-in. plates have been 
inserted only as part of a complete relay- 
ing operation. Where it has been desir- 


able, however, to introduce the plates 
without delay and without removing the 
rails, special methods have been devised 


of lengthening the existing soleplate seats 
in order to accommodate the longer plate 
The required adzing has been done by a 
Woolery power-driven sleeper-scorer. This 
machine, travelling along the track, was 
originally designed to score the adzing 
limits across the width of the sleepers, 
by means of vertical saws, in prepara- 
tion for adzing by hand, but it was 
adapted without difficulty to perform this 
supplementary adzing operation, simul- 
taneously on both sides of each rail, with 
a high degree of accuracy in width and 
depth. The operation of substituting the 
new plates is performed by a gang of 
20 men, who first draw the old spikes, 
remove the old plates, adze the sleepers 
mechanically in the way just described, 
plug the old spike-holes, and then insert 
and spike the 18-in. plates. If necessary, 
the rail is lifted by jacks to permit the 
insertion. It is considered that the pro- 
longation of sleeper life will amply justify 
the expenditure involved. 





PRoposED Ropeway IN Spain.—The 
Sociedad Minas Reunidas, which works 
wolfram mines near Garovillas (on the rail- 
way from Madrid to Portugal, via Valencia 
de Alcantara, 19 miles to the east of 
Arroyo de Malpartida Junction, intends to 
build a ropeway 4,920 ft. long, to connect its 
workings with the main line railway. The 
Bleichert system has been chosen, and the 
capacity is expected to be 15 tonnes an hour. 
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Electric-Driven Wagon-Lifting Appliances and 
Locomotive Wheel Drops, L.M.S.R. 


New machinery designed at Derby and installed at Barassie 
wagon shops 


[ was necessary in connection with the 

provision of a progressive layout for re- 
pairing wagons at the L.M.S.R. shops at 
Barassie, to provide a wagon-lifting appli- 
ance which would eliminate the complica- 
tion of overhead lifting equipment. 

An appliance as illustrated in the 
accompanying illustrations and drawings 
was installed by Mr. C. E. Fairburn, Chief 
Mechanical & Electrical Engineer, 
L.M.S.R. It was designed in his head- 
quarters office at Derby, manufactured in 
the Carriage & Wagon Works at Derby, 
and installed at the point in the layout 
where the wagon is required to be lifted 
for changing the wheels. 

The cycle of operations, including lift- 
ing and lowering of wagons after changing 
of wheels and axleboxes, is completed in 
approximately seven minutes. 

The installation consists of four units 
working in pairs, lifting either or both 
ends of the wagon as desired; the move- 
ment is controlled by push button attached 
to the lifting arm. The unit will handle 
wagons up to 10 tons weight at a lifting 
speed of 12 ft. per min. The lifting arms 
ure capable of swivelling to fixed positions 
determined by a notched plate, allowing 
for the various types of wagon with which 
the appliance is called on to deal, or the 
ums may be swung parallel to the rail 
track to give the requisite side clearance. 

When the unit is operating, most of the 
noise usually associated with overhead 
lifting appliances is absent, and, as the 
control point on the lifting arm is so close 
to the job, ease of control and operation 
is a special feature. As it is screw oper- 
ated and has Solenoid braked motors, 
inching and very fine adjustment of lift 
present no difficulties. Swinging of the 
load, usual with cranes, is eliminated and 
steadiness in lifting, when lifted and while 
lowering, is a feature of this appliance; 
consequently no alignment of wheels and 
boxes is necessary when re-wheeling stock. 
Other points worth noting are :— 

1) No extra headway is required as the 
vertical columns are not as high as the 
vehicle to be lifted. 

(2) Very little floor space is needed. 

(3) The cost of manufacture was con- 
siderably cheaper than overhead lifting 
equipment. 

The carriage to which the lifting arm is 
ittached is supported by top and bottom 
rollers running on guides and the hoisting 
motion is imparted by a screw and 
universally mounted nut. The double 
thread screw on which the-nut travels is 
driven by electric motor through a vertical 
worm-reduction unit, and the load from 
the screw is taken on a ball-thrust bear- 
ing. The structure consists of two steel 
channels mounted on a foot which pro- 
jects underneath the floor to below the 
lifting point. 

The motors are each 4 h.p., 1,400 r.p.m. 
squirrel-cage, high-torque type, connected 
in pairs, and no difficulty is experienced in 
keeping them synchronised, as any 
tendency for one motor to run faster is 
met by an increased load coming on that 
motor. A small solenoid brake is pro- 
vided on the coupling between motor and 
reduction gear, as the unit is not self- 
Sustaining. The maximum vertical travel 


of each arm is controlled by two smail 
limit switches. 
\part from the gunmetal lifting nut 


and proprietary articles such as motors, 


KUM 


reduction gears, etc., the whole of the 
unit is fabricated steelwork throughout; 
machining is kept to a minimum. The 
appliance is designed to lift 10 tons at a 
speed of 12 ft. per min.; the maximum 
vertical travel is 3 ft. Before being put 
into service the appliance was tested with 
a load of 20 tons. 

The wagon lifting appliance at Barassie 
was so satisfactory that it was decided to 
adapt the same basic principles to locomo- 
tive wheel drops. The accompanying 
drawing shows the new design of wheel 
drop which is installed in an engine-in 
spection pit. The table follows the con- 
tour of the pit and is of sufficient length 
to accommodate any type of wheel or 
bogie used on L.M.S.R. locomotives. 

The table is lifted or lowered by four 
universally-mounted nuts on _ triple- 


threaded screws, which are driven, in 
pairs, through vertical worm-reduction 
gear; each pair is inter-connected and 


driven by one 10-h.p. slip-ring motor. 
The load on the screws is taken by ball- 
thrust bearings The arrangement allows 
for lifting wheels at any point on the 
table rails, but to take care of any out-of- 
balance load between rail and rail, rollers 
are provided to engage with fixed guides 
in the side of the pit: thus the synchro- 
nisation of the motors also is ensured. 
The auxiliary rail girders, which make 
good the main track when a table is in 
the lower position, are moved on slides by 
link motion from the table in the bottom 
18 in. of travel, and the chequer plates 
necessary for making good the floor be- 
tween the track and the side of the pit, 
when the table is in the lower position, 
are attached to the auxiliary girders. 
When at rail level the table is automatic- 
ally locked by four shoes which are oper- 
ated by electro-mechanical ‘‘ thrusters,’’ 
controlled by a push button on the main 


controller, and are disengaged when the 
table is lowered. The table is not self- 
sustaining when the weight is_ being 


carried on the screws and solenoid brakes 
are provided on the motor couplings. 

The vertical travel of the table is con- 
trolled ultimately by two limit switches; 
one is operated by the table when it 
reaches a point 4 in. above rail level, and 
the other limit switch is fixed to the table 
and operated by the lifting nut running 
free in the downward direction. This 
latter limit, therefore, controls the table 
when coming to rest either on the auto- 
matic stops at rail level or on the timber 
rest blocks at the bottom of the wheel 
drop pit. 

The sequence of operations is :— 

1. The locomotive is positioned over 
the drop pit with the appropriate wheels 
or bogies on the table. 

2. The table is raised slightly to en- 
able the springs on adjacent wheels to be 
packed to avoid excessive weight and/or 
to give the necessary clearing for oper- 
ating the auxiliary rail girders. 

3. After drawing back the locking 
shoes which sustain the table at rail level, 
the table with the wheels and axleboxes 
is lowered, and as it nears the bottom of 
the pit automatically moves auxiliary rail 
girders into the space left by the table. 

4. The locomotive is moved off the pit. 

5. Wheels are brought to the surface 
on the table and removed for repairs. 

The process is reversed when the wheels 
are replaced on the locomotives. 
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At some depots, where the machine 
shop layout is suitable in relation to the 
inspection pit in which the wheel drop is 
installed, it may be advantageous to drop 
the wheels in the inspection pit and 


traverse them underground direct into the 
machine shop. 

A tentative design has been prepared 
to cover this, in which the rail girders are 
made in the form of a carriage resting on 
A track is 


rails fitted on the main table. 
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Sectional diagrammatic view through 
carriage 


provided between the inspection pit and 
machine shop road. 

In this design the wheels are lowered 
from the locomotive, traversed to the 
machine shop, lifted off the carriage by 
means of a crane or hoist biock. The 
carriage is then returned and raised to 
make good the inspection pit road. The 
main features of the original design are 
retained except that the need for auxiliary 
girders is obviated. 

The normal lifting capacity of both 
designs is 30 tons, and the lifting is 5 ft. 
per minute. 



























































































































































































































































































































452 THE RAILWAY GAZETTE November 10, 1944 Nove 
/-KEEP OIL AT CORRECT LEVEL IN REDUCTION GEAR 
GREASE CUPS ON MOTOR | 
| ‘ 
q | seers socenishene” a | 
= | | | 
Sas ¢ 
“= | | 
5B LIFTING SPEED I2 FRM 
| | ) | : 
[sre mca Seer nS, Ae ¢ 
q g if - ZF WUT TOP WITH OIL a + —- ‘ 
5 3h a - 
ene BS — @ 
iat ys | a | 
Pa | J 4 
Hee : “ni ° 
Hy 4 LU ; | | 
at STAUFFER LUBRICATOR ‘3 
RAIL . { o__lpuever 
7 f LS fe r meer’ =; ‘ 
My re ? tier i Gy a 
Ss & Ti iiniceubinicainiianaie sescesdt aly 
] ii i NHL 
ee ae ctslfesses 
i ms 
| , 
} a ia Pr fsa 
x = 
meee saaitnnaninenbupieente 2 promteresenemeereennenesiaaeetll 
4g ae _-— °o T ~ —Tq 
2 mn 8 R PLAN 
Ss | | | 
"0 si \pusH BUTTON | 
“ns FIKED TO COLUMN l 
! 
' SECTION ON AA. ’ Ll 
Elevation and plan diagram of the Barassie wagon shops arrangement of wagon-lifting units 
RAIL LEVEL —-—. 4,4 VET ABOVE RAIL LEVEL 30-1 WORM REDUCTION UNIT AUXILIARY GIRDERS. 
—= 4 OH MOTOR- | 1SE 
| ( o———— 3 ows PSE FS 
| Grrosuan one 1 Z — Ake 33 
abana = pUSHG | ETH REDUCTION | LL EPEBALL THRUST BEARING & iB . ‘ee 
Rm i z tiie ‘ 
H aK? wi x »! | 
Eile ig 5 eats | = 
B's Y a ws ge 5 STOPS OPERATED BY i ai. 
. > it nS a THRUSTOR & CONTROLLED “ar 
' | lo BY PUSH BUTTON ON | | : 
‘o | MAIN CONTROLLER Lf 
z LEVER MOTION | | 
a FOR TRAVERSING 4) 
s m3 START THREAD AUXILIARY GIRDERS 
| GUIDE ROLLERS TO—}—}e¢ A | 
|| | MAINTAIN TABLE IN 
| 4 h HORIZONTAL POSITION y, \ 
| ™~ 
| RE RE: NUT CARRIED ON 
; Weel lt Zl UNIVERSAL SUPPORT. T T 
—— LIMIT SWITCH - OPERATED BY Sqrascobvenansoran SW cone aa 
NUT RUNNING FREE DOWNWARDS 
LIFTING SPEED -SFT. PER MIN. 
LIFTING CAPACITY -30 TONS AT 
FULL LOAD TORQUE 
| 
+ 


Elevation and plan diagram of electric- 
driven wheel drop designed and installed 
on the L.M.S.R. 
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Electric-Driven Wagon-Lifting Appliances, L.M.S.R. 


(See article, page 451) 
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The electric-driven wagon-lifting unit in operation 
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Electric Traction Section 


i ; . . interesting exception, as it used 3-phase Ss 
Improved Rolling Stock on Swiss Private Lines Siternating curmnt st 750 V. Thieme foe 
has now been converted, as have some “Th , 


New stock on the Montreux-Oberland Bernois Railway is typical others, to the high-voltage sinvic-phase 
of designs being introduced on several private systems 


have a | 
pany ing 
coaches 
75 km. 
constru 
upholst 
seats u 
modatic 
150 h.p 


system, standard on the Federal Iailways, 
In the case, for example, of the Fribourg. 
Morat-Anet standard-gauge line, its copn- 
nection with the Federal and Berne. 
Neuchatel lines made it advisable t» change 
over to the single-phase system ’m the 
old d.c. third-rail working in use (first at 
750 V., then at 900 V.) since 1903 The 
single-phase system is to be adopted also ae 
for the electrification of the Bulle-Romont ’ ‘ 
line, standard-gauge, and worked by steam aie ; 
since 1868. Again, at Montbovon and e 
Chatel-St. Denis the original (Gruyére 
metre-gauge lines connect with the Mon- 
treux-Oberland system and the Vevey line 
(also of metre-gauge). All three are now 
operated on the 900 V. d.c. system, thus of abou 
securing uniform working over a route-mile- s#thout 
age of about 88 in the one district. Both Sacco 
the Gruyére and Oberland lines recently DS wi 
about 1 
now pel 


| IG <r paid to 
URING the last few years, in spite of ie Has 


war ._ difficulties, Swiss privately- 
owned railways, particularly those employ- 
ing electric traction, have been modernising E 
: : , : track-m 
their rolling stock and introducing vehicles i am ti 
fitted with the most improved forms of 7 1 0 V. fr 
traction equipment, specially designed to i ii i iain 
combine speed with comfort and economy i { 39 mile 
in power consumption. Some of the lines ; ax cai 
were electrified many years ago, and the : ft . 
4 ; ' u min., in 
forms of coach then deemed adequate have : - 4 , i The ¢ 
for some time been out-of-date. Greater . é sooner i 
seating comfort and smoother riding have 
been seen to be necessary in meeting road 
competition ; and the adoption of the latest 
designs of motor, gearing, brakes, controllers 
and other items aids in reducing mainten- 
ance costs, besides permitting faster sche- 
dules. 

In some cases the system of electric 
traction has. been changed, to facilitate 
through running, or to make use of more 
convenient power supplies. The early New 
installations were usually of the d.c. type, > 
SMhengh as’ Miaemoninen ines Interior of a third class compartment of the new lightweight motor- In o 
opened with electric traction in 1899, was an coaches for the Montreux-Oberland Railway. Note extra wide windows aperee 
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have introduced improved types of vehicles 
see also our issue of March 3 last). 
The new trains of the Montreux-Oberland 


have a handsome appearance, as the accom- 
panying illustrations show. The motor 
caches have a maximum speed of 


75 km.p.h. (47 m.p.h.) and are of all-metal 
construction. They have artificial leather 
upholstery, instead of the plain wooden 
sats used hitherto, with separate accom- 
modation for luggage. There are four 
150 h.p. motors to each coach, two on each 
bogie, with multiple-unit control., enabling 
motor coaches to be coupled and run as one. 
There are no driving trailers, however, and 
it is thus necessary to shunt the motor 
coach or coaches at the termini, as the 
trailers, of course, are always hauled. A 
train consists normally of two motor 
coaches and four trailers, making a length 
of about 328 ft. and a weight of 150 tonnes 
without passengers, 350 to 380 of which can 
be accommodated. 

In view of the heavy and long gradients, 
about 1 in 15 in places, and the higher speeds 
now permitted, special attention has been 
paid to braking. The motor coaches have 
the Hardy quick-acting automatic vacuum 
brake, hand brake and three forms of elec- 
trical braking (regenerative, dynamic and 
track-magnetic). Lighting is not fed direct 
fom the contact wire but is taken at 
40 V. from a converter group with nickel- 
cadmium battery as a reserve. The 62 km. 
39 miles) run from Montreux to Zweisim- 
men can now be accomplished in 1 hr. 35 
min., instead of 2 hr. 25 min. as previously. 

The electrical equipment of the coaches 
was supplied by Brown Boveri of Baden, 
and the mechanical portion by the Swiss 
Industrial Company of Neuhausen. Brown 
Boveri and the Schlieren Carriage Works 
also supplied the new stock to the Gruyére 
lines, using the same general principles of 
lesign. An interesting feature is the special 
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View of controls in driving compartment of one of the new motor- 
coaches, Montreux-Oberland Railway 


elastic form of drive on the bogies, which 
gives a saving in the suspended weight, 
together with improved springing generally 
and electro-pneumatic control gear. The 
driver’s controller is of the hand-wheel type, 
from which the movements of the electro- 
pneumatic mechanism are governed, and 
provides for 15 series, 10 parallel, and two 
parallel-with-shunt, notches, as well as 15 
braking notches, thus giving very smooth 
and gradual action. Normally the handle 
is moved round to the desired end position 
and the main controller moves automatic- 





New Electric Locomotives for Swedish State Railways 


In our issue of March 31 last, brief 
reference was made to the construction of 
17 ‘“M’”’ class electric locomotives, of a 
new type, for the Swedish State Railways. 
Twelve of these engines were delivered 
recently. 

The new locomotives have not been de- 
signed for high speed, but are intended 
especially for hauling heavy trains up the 
steep gradients found on the Norrland 
lines. Due to their high power, it has 
been possible to reduce considerably the 
travelling time on several of these lines. 

The ‘‘M”’ class locomotive has two 
bogies, each with three directly-driven 
axles, and the engine power amounts to 
600 h.p. an axle; the total power is thus 
3,600 h.p. The weight is 102 tons, and 
the locomotive is capable of hauling 
42,000-ton train up a gradient of 1 in 125. 
{ maximum speed of 80 km.p.h. (50 
m.p.h.) can be obtained. The motors are 
lan-cooled on a new system: the cooling 
ur does not pass through the engine 
foom, but is taken in through special ven- 
tiation chambers and then forwarded to 
the motors by fans. Another detail of 
lote is that the main current-breaker 
lunctions with compressed air instead of 
by the usual oil method. The locomotives 
are equipped throughout with SKF roller 
bearings. 

The construction orders were placed 
among the Motala Verkstad, Nydqvist & 
Holm (Trollhattan), and the Svenska 
Jatnvagsverkstaderna (Falun); and those 


for motors and other electrical equipment 
with the Swedish Asea concern. 

According to the Swedish Press, the 
State Railways are planning to introduce, 
soon as possible after the war, fast elec- 
trically-driven train sets of three or four 
carriages, to include a power unit. A three- 
carriage set for long-distance traffic would 
accommodate 184 third class and 24 
second class passengers; for local traffic it 
would be able to carry a larger number 
of passengers. These trains, brief refer- 
ence to which was made in our July 21 
issue, are to have an engine power each of 
1,200 h.p. and a maximum speed of 130 
km.p.h. (80 m.p.h.). 








ELECTRIFICATION OF ST. MAURICE-Bov- 
VERET LINE.—It has been decided to 
electrify the 16?-mile standard-gauge line 
which runs along the left bank of the 
Rhone from St. Maurice, on the Swiss 
Federal Railways main line from Lausanne 
to Brigue and Italy via the Simpion 
Tunnel, to St. Gingolph (Suisse), on the 
French frontier, on the south shore of the 
Lake of Geneva. This line makes an end- 
on connection with the French railway 
system just over the frontier at the station 
of St. Gingolph (France), whence the rail- 
way continues through Evian-les-Bains 
and Annemasse to Bellegarde, on the 
former P.L.M. route from Geneva to 
Lyons. Before the war, the railway had 
been taken up between the frontier 





ally under limit relay control. Both acceler- 
ation and braking can take place in this 
way. 

Driving trailers have been provided for 
the Gruyére line, thus avoiding the shunting 
of motor coaches, a facility found particu- 
larly useful at Chatel-St. Denis, where 
trains have to reverse. The overhead con- 
struction has been changed from single to 
double suspension, the track strengthened 
and re-ballasted, rail joints welded, and the 
signalling made to accord more with main- 
line practice. 


and a bus _ service sub- 
stituted; but after the fall of France 
the track was replaced, and formed a 
valuable connection from Switzerland to 
the unoccupied part of the country. The 
route from Geneva was then repeatedly 
under German control, but the line through 
Evian was not interfered with until the 
whole of France was occupied, when it 
came temporarily under the control of the 
Italians, who occupied the Savoy region 
at that time. 


and Evian, 


ELECTRIFICATION OF PRIVATE LINES IN 
SWITZERLAND.—An important step in the 
improvement of railway services in the 
triangle of country lying between Solo- 
thurn, Berne and Lucerne is the decision 
(recorded in our issue of February 25 last) 
to electrify the private standard-gauge 
lines running from Ramsei, near Langnau, 


through Sumiswald to MHuttwil, with 
branches to Wasen and Eriswil (repre- 
senting a total route mileage of 27} 


miles), and from Langenthal to Wolhusen 
via Huttwil (a distance of 31 miles). The 
scheme has been worked out in conjunc- 
tion with the electrified Emmenthal-Burg- 
dorf-Thun Railway. The Emmenthal and 
Burgdorf-Thun lines, with the Solothurn— 
Moutier line, were at one time worked 
separately. The Burgdorf—Thun line was 
opened as a 3-phase line in 1899, and that 
system of traction was extended to the 
Emmenthal line about the end of the war 
of 1914-18. About twelve years ago con- 
version to the 15,000-volt single-phase 
system was carried out. 
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Modifications to G.W.R. 
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*“ Hall’? Class Mixed Traffic 


Locomotives 


New design of bogie, smokebox and cylinder attachment, 
and superheater 


the ‘‘ Hall ’’ class, 
built in 1928. The 
design of this class was based on trials 
with engine No. 2925, Saint Martin, built 
in 1907 with 6 ft. 8} in. driving wheels; in 
1924 it was rebuilt and the driving wheels 
were reduced to 6 ft. dia. for experimental 
purposes and the tractive force was in- 
creased from 24,395 lb. to 27,275 lb. at 
85 per cent. boiler pressure. The engine 
proved so successful in handling heavy 
excursion and fast freight trains that a 
number of similar engines was built subse- 
quently. These were designated the 
“‘ Hall’’ class and bear numbers from 
4901. In 1928 Saint Martin was re-num- 
bered No. 4900. The engine illustrated is 
practically the same as the 4900 number 
series, with the exception of the following 
structural modifications to the frames and 
boiler support at the front end. An illus- 
tration and diagram of Aston Hall, No. 
4986, appeared in our January 1, 1932, 
issue 

The standard ‘ Hall’’ class engine and 
other G.W.R. outside two-cylinder engines 
have cylinders carried on _ forged-steel 
extension frames bolted to the main 
frames; the saddle for supporting the 
front end of the boiler is cast with the 
cylinders. In the ‘‘6959”’ series these front 
extension frames have been eliminated, 
and the main-plate frames are carried 
through to the front buffer beam; with 


THE first engine of 
No. 4901, was 


this arrangement the cylinders are cast 
separately from the saddle, and bolted to 
the frames on each side with a fabricated 
stiffener between the frames. This stiffener 
is carried up to form the saddle for the 
smokebox, and within it is fitted the exhaust 
pipes from the cylinders to the blast 
pipe. 

The earlier “‘ Hall’’ class engines have 
bogies of the bar-frame type, and the load 
is carried by two laminated springs, one 
on each side, coupled to equalising beams 
with their ends resting on the top of the 
axleboxes ; engine No. 6959 has a plate 
frame bogie, and the load is transmitted to 
the axleboxes through four laminated 
springs. The weight on the leading bogie 
has been reduced by 4 cwt., but the total 
weight of engine in working order has been 
increased from 75 tons to 75 tons 16 cwt. 


Cylinders, dia. 

” stroke 
Evaporative Ranting surface 
Tubes ‘ ae 

Firebox ... 


otal ve se 
gocher heating surface ... 


Combined total 

Grate area soli 

Boiler pressure .. 

Tractive effort at 85 per ‘cent. boiler pressure 
Adhesive factor : 
Weight of engine in working order 

Weight of tender in working order oe 
Total weight of engine and tender in working ‘order 





An 


-- 


WEIGHTS IN _J81.10¢. (87.12¢. 


original G.W.R. ** Hall” 


225 LB. PER SQ. INCH 





181.19¢. 187.19¢. , 
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The boiler has a 3-row superhe: 
new type designed at Swindon; th 
lator valve is incorporated in th 
heater-header casting. The eng 
tender are painted in the wartir 
livery. Like its immediate predec 
No. 6959 does not carry a namep 
the words ‘‘ Hall Class’’ are pai 
the middle coupled-wheel splashe 
cab has an extended roof, but 
windows, as were fitted to the 
‘Hall”’ class locomotives. 

We are indebted to Mr. F.W. Hawk Worth, 
Chief Mechanical Engineer, Great \Vestern 
Railway, for the illustrations and par- 
ticulars relating to this modified series 
of 4-6-0 type “ Hall” class locomotives, 
the building of which is now in hand at 
Swindon. 

An illustration of a 
‘* Hall ’’ class before 
diagram of 
shown below. 
fied locomotive 


tT ofa 
regu- 
Super- 

and 
black 
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e, but 
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evious 


locomotiv 

modification and a 
dimensions and weights are 
Similar details of the modi- 
are given on page 457 


f the 


Comparative Details 


Comparative dimensions of th 
motives are appended :— 


loco- 


Original series As modified 
8} in. 184 in. 


30 in. 30 in. 


| ,686-60 sq. ft. 
154-78 sq. ft. 


1,582-60 sq. 
154-90 sq. 


| ,737-50 sq. 
314-60 sq. 


2,052: 10 sq. 


1,841 -38 sq. fe. 
262-62 sq. ft. 


2, 104-00 sq. ft. 
. ft. 


. per sq. in. q per sq. in. 


75 tons 16 cwt 
46 tons | 4 cwr. 
122 tons 10 cwr. 


75 tons O cwt. 
46 tons 14 cw. 
121 tons 14 cwt. 


class 4-6-0 locomotive 


Maximum WIDTH OF ENGINE = 8: 11g" 


WATER 4000 








I5r.llc. [5t.1Ic., 








WORKING ORDER 


757.0¢. 


TOTAL WEIGHT OF ENGINE & TENDER = /2/T./4c. 


467./4¢. 


Diagram giving principal dimensions and axle loads of the original type 


(See also illustrations on page 457) 
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THE RAILWAY GAZETTE 


RAILWAY NEWS SECTION 


PERSONAL 


Mr. T. W. Royle, who is a Vice-Presi- 
dent of the L.M.S.R., was received by 
the King on November 1, when His 
Majesty invested him with the insignia of 
a Commander of the Royal Victorian 
Order. 


Mr. C. G. W. Cordon, C.1.E., E.D., 
A.M.Inst.T., General Manager, Madras & 
Southern Mahratta Railway, has _ been 
granted leave, preparatory to retirement, 
with effect from September 9. Mr. R. de 
K. Maynard, lately Chief Operating 
Superintendent, has been ap- 
pointed General Manager. 


SOUTHERN RaILway LOCOMOTIVE 

RUNNING DEPARTMENT 

he Southern Railway an- 
nounces that on October 31 Mr. 
A. Cobb retired from the posi- 
tion of Locomotive Running 
Superintendent. From Novem- 
ber 1 the Locomotive Running 
Department, in view of its close 
link with the operation of the 
railway, has been brought within 
the sphere of the Traffic De- 
partment; and Mr. T. E. 
Chrimes, Assistant Locomotive 
Running Superintendent, _ has 
been appointed Superintendent 
of Motive Power, attached to 
the Office of the Superintendent 
of Operation. The existing divi- 
sional control will continue. 


Lord Leathers, Minister of 
War Transport, has appointed 
Mr. G. I. Morris to be his 
Private Secretary. 


We regret to record the death 
on November 3, at the age of 
85, of Mr. Dashwood Poyntz 
Ricketts, M.Inst.C.E., who was 
General Manager & Engineer-in- 
Chief, Peking-Mukden Railway, 
Chinese Government Railways, 
from 1911 to 1922. ; 


GREAT NORTHERN RAILWAY 
(IRELAND) 

Mr. F. E. Dukes has been 
appointed Electrical Assistant to 
the Mechanical Engineer, Dun- 
dalk, in place of Mr. J. S. 
Graham, who has retired. 


Mr. Gerald Steel, Mr. C. F. 
Ward Jones and Mr. A. J. 
Peech have been appointed Assistant 
Managing Directors of the United Steel 
Cos. Ltd. 

[he Rt. Hon. J. C. MacDermott, M.C., 
K.C., who has been appointed a Judge of 
the High Court of Justice in Northern 
Ireland, was Chairman of the Joint Select 
Committee on Transport in Northern 
Ireland, 1939. 

Sir Percy Mills, on his appointment as 
Head of the Economic Division of the 
British element of the Control Commis- 
sion for Germany, has relinquished the 
position of Controller-General of Machine 
Tools, in which capacity he was jointly 
responsible to the Ministers of Produc- 
tion and Supply. He will be succeeded 
in that capacity by Mr. S. F. Steward, 
and as Head of the Production Division 
of the Ministry of Production by Mr. 
H. S. Burn. 


Mr. Francis Ernest Wentworth-Sheilds, 
O.B.E., M.Inst.C.E., M.1.Struct.E., who 
is President of the Institution of Civil 
Engineers for 1944-45, retired in 1936 
from the position of Docks Engineer, 
Southern Railway. He was born in 1869 
and was educated at St. Paul’s School, 
where he gained junior and _ senior 
scholarships. He then was engaged on a 
number of notable engineering works, in- 
cluding the Salford docks of the Manches 
ter Ship Canal, and dock extensions at 
Southampton, 1892-96, as Assistant En- 
gineer. He was Resident Engineer, 
1896-99, on the construction of the North 


Mr. F. E. Wentworth-Sheilds 


President, Institution of Civil Engineers, 
for 1944-45 


Cornwall extension line. London & South 
Western Railway; on the construction of 
the Bakerloo tube railway, 1899-01; on 
the construction of the Trafalgar graving 
dock and deep-water quays at Southamp- 
ton, 1901-05; and on the building of the 
Isna barrage in Egypt, 1905-07. He then 
was appointed Chief Engineer for the de- 
sign and construction of the White Star 
dock, and the widening of Trafalgar grav- 
ing dock, at Southampton. He was ap 
pointed Docks Engineer to the London & 
South Western Railway in 1909, and to 
its successor, the Southern Railway, in 
1923, when amalgamation of the railways 
took place. Between that year and 1936 
the great scheme of docks extensions at 
Southampton was designed and canried 
out under his direction. These include 
the 1}-mile deep-water quay for the ac- 
commodation of the largest vessels, the 
King George V graving dock, built speci- 
ally for the Queen Mary, and the reclama- 


tion of 400 acres of mudlands. In 1919- 
20 he visited Calcutta at the request of 
the Port Commissioners to advise and re- 
port on the lay-out of new docks. In 
1914 he was awarded the George Stephen- 
son Gold Medal of the Institution of Civil 
Engineers, and in 1921 was Vernon Har- 
court Lecturer. Mr. Wentworth-Sheilds 
is a Member of Council (and Past-Presi- 
dent) of the Institution of Structural En- 
gineers, Chairman of the Cement Com 
mittees of the British Standards Institu 
tion, and a member of the Building Re 
search Board, and of the council of 
University College, Southampton. 


Mr. Robert Letch, North 
Western Regional Port Director. 
Ministry of War Transport, has 
been appointed Chairman of the 
Merseyside Docks Access Com 
mittee, appointed by the Minis 
ter of War Transport in March, 
1943, in succession to the late 
Sir William Chamberlain. Mr 
A. H. Dodd, North Western 
Divisional Road Engineer 
Ministry of War Transport, has 
succeeded the late Colonel R. 
Howell Davies as a member ol 
the committee. 


We regret to record the death 
of Mr. Johnston Berry Coch- 
rane, formerly Cashier of the 
Great Northern Railway  (Ire- 
land). 


The directors of Guest, Keen 
& Nettlefolds Limited have 
elected Mr. John Harper Bean 
to a seat on the board. 


We regret to record the death 
on October 27, at the age of 58, 
of Dr. Thomas Swinden, Direc- 
tor of Research, United Steel 
Cos. Ltd., and a Director of 
Samuel Fox & Co. Ltd., Dist- 
ington Hematite Iron Co. Ltd., 
and British Magnesite Corpora- 
tion Limited. Dr. Swinden was 
a member of the Iron & Steel 
Industrial Research Council, and 
Vice-President of the Iron & 
Steel Institute. He was a 
founder member and a Member 
of Council of the _ recently- 
formed British Iron & Steel 
Research Association. 


Mr. A. R. Bellamy has retired 

from the board of Ruston & 

Hornsby Limited. His services are being 
retained in a consultative capacity. 


ASSOCIATION OF CONSULTING ENGINEERS 
The following have been elected Mem- 
bers of the Association of Consulting 
Engineers: —Messrs. T. H. Aspey, M.Sc. 
(Manchester), A.M. Inst.C.E.; F. oO. 
Kirby, M.Sc., M.Inst.C.E., M.Inst.T., 
M.Inst.W.E.; F. W. Scott, B.A., M.Eng., 
M.Inst.C.E., M.Am.Soc.C.E.; and J. F. 
Wilson, A.M.Inst.C.E. 


Mr. Frederick James Dutton, who, as 
recorded in our October 20 issue, has re 


tired from the position of Divisional 
Signal & Telegraph Engineer (Eastern 
Division), Derby, L.M.S.R., entered the 
service of the former L.N.W.R. as an 
apprentice in the Locomotive Works at 
Crewe, where he remained for ten years. 
Afterwards he transferred to the Signal 
Department, at Crewe, under the late Mr. 
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\. M. Thompson, and was engaged in the 
early stages of the first power-operated 
signalling plants on the L.N.W.R. He 
afterwards carried out works in the 
Preston, Lancaster, Crewe, Leeds, Hud- 
dersfield. Walsall and Birmingham areas. 
In 1919 he was appointed District Assist 
ant (Signals) at Walsall, and seven years 
later went to Heaton Norris, L.M.S.R., in 
a similar capacity, where his responsibili- 


ties covered the former L.N.W.R. Man- 
chester District. Mr. Dutton was trans- 
ferred to Watford in 1928 as District 
Assistant (Signals), and took over the 
London area. In 1930 he was promoted 
to be District Assistant (Signals & Tele 


graphs) at Stafford, where his duties 





Mr. F. J. Dutton 


Divisional Sigual & Telegraph Engineer, 
Derby, L.M.S.R., 1935-44 


covered the area from Runcorn to south 
of Nuneaton; and in 1931 he became 
Assistant (Signals) to the Divisional Signal 
& Telegraph Engineer (Eastern Division), 
Derby. During 1935, on the retirement of 
the Divisional Engineer (Mr. A. Oldham), 
Mr. Dutton was appointed Divisional 
Engineer. The division concerned covers 


from Yorkshire to Shoeburyness, and in 
cludes all stations in London of the 
L.M.S.R.. Mr. Dutton is a Member of 
Council of the Institution of Railway 


Signal Engineers. 





CANADIAN PacIFIC RAILWAY 


[The C.P.R. announces the following 
ippointments : — 

Mr. P. G. McLean, Superintendent, 
British Columbia District, has been ap 


pointed Assistant Manager of Communi 
cations, Montreal, in succession to Mr. 
E. H. Goodfellow, who has retired. 


Mr. L. A. Raymond, Superintendent, 
\lberta District, has been appointed 
Superintendent, British Columbia Dis- 
trict. 

Mr. F. W. Kernaghan, District Claims 
Agent, Vancouver, has been appointed 
General Claims Agent for Western Lines, 
Winnipeg, in succession to Mr. J. W. 
Schleihauf, who has retired. 





Mr. F. S. Mitman has joined the board 
of the Brush Electrical Engineering Co. 
Ltd. He was associated for a number o{ 


vears with the light-alloy industry and 
since 1939 has held various appointments 
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with the Ministry of Aircraft Production, 
including those of Director of Light Alloys 
& Magnesium (Sheet & Strip) Control, 
1939-41, and Adviser on Light Metals 
Fabrication, 1941-42 

The following members of the com- 
pany’s staff have been elected to the board 
of Peter Brotherhood Limited :—Mr. S. J. 


Bellamy, Mr. E. Markham and Mr. W. 
Thompson. 
Mr. Douglas R. White, Divisional 


Assistant (Telegraphs), Signal & Telegraph 
Engineer’s Department. Derby, L.M.S.R., 
who, as recorded in our October 20 issue, 
has been appointed Divisional Signal & 


Mr. D. R. White 


Appointed Divisional Signal & Telegraph 
Engineer, Derby, L.M.S.R. 


Telegraph Engineer (Eastern Division), 
Derby, entered the service of the former 
Midland Railway as a student in the Tele- 
graph Department at Derby in 1907. He 
was appointed Assistant to the Technical 
Officer of the Telegraph Department 
Technical Laboratory at Derby in April, 
1909. Later in the same year he went to 
Morecambe to assist the Chief Technical 
Officer in connection with the Lancaster, 
Morecambe and Heysham electrification 
(overhead traction); he was engaged from 
the commencement to the completion, 
and remained for a period assisting in the 
running and maintenance. He returned 
to the technical laboratory at Derby late 
in 1911, and was engaged on experimental 


duties, track circuiting, control, auto- 
matic and semi-automatic colour light 
signalling, and other installations, and 


also acted as Relief Inspector. From 1914 
he was engaged in supervising mainten- 
ance work on the London, Tilbury & 
Southend section, and assisted with the 
installation of automatic and semi-auto- 
matic colour light signalling; the provision 
of, and alterations to, Sykes lock-and- 
block; the installation of rotary interlock- 
ing block; and other work, until ap- 
pointed Inspector in 1919. In 1926 he 
was made District Electrical Assistant at 
Watford, responsible for the whole of the 
London area of the L.M.S.R. Mr. White 
was appointed Divisional Assistant (Tele- 
graphs), with headquarters in London, in 
August, 1929, and was transferred to 
Derby inasimilar capacity in October, 1930. 
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Mr. Ernest Evans, Staff Superintendent 
(Railways), L.P.T.B., who, as recorded 
in our September 22 issue, has 1 red, 
joined the Metropolitan Railway in 1898 
From 1902 to 1913 he worked the 
offices of the General Manager and the 
Superintendent of the Line. In 1913 he 
was made Chief Staff Clerk, and, in 1919, 


Chief Clerk in the Traffic Manager’s office. 
In 1930 he was appointed Assistant 
Traffic Manager (Indoor), and in 1932, on 
the formation of the L.P.T.B., he b 


ime 
Divisional Superintendent for all ines 
previously managed by the Metropolitan 
Railway Company. In 1938 he became 


Staff Superintendent for the whole the 
railways operated by the Board. Mr. 


Elliott 


[& Fry 


Mr. Ernest Evans 


Staff Superintendent (Railways), 
L.P.T.B., 1938-44 


Evans was Chairman of Sectional 
Councils Nos. 2, 3, 4 and 6, and of the 
Police Staff Committee. 


Mr. J. H. Robinson, O.B.E., Divisional 
Superintendent of Operation, Manchester, 
L.M.S.R., who, as recorded in our Octo- 
ber 20 issue, has retired, commenced his 
service with the former L.N.W.R. in the 
District Superintendent’s Office, Lan- 
caster, in 1897. Thereafter, he served in 
various departments until, in 1910, he was 
appointed Chief Passenger Trains Clerk. 
Three years later, when the Time 
table, Excursion and Publicity Depart- 
ments were amalgamated with the Trains 
Department at Lancaster, he was placed 
in charge of the amalgamated depart 
ments. He occupied that post until 1924, 
when he was appointed Freight Trains 
Chief in the Divisional Office, Crewe. In 
1929 he was appointed Assistant District 


Passenger Commercial Superintendent, 
Manchester. He returned to Crewe as 
Assistant Divisional Superintendent of 


Operation in 1930, and in 1931 he opened a 
new passenger district in the Liverpool area 
and became the first District Passenger 
Manager, Liverpool. He took up the post 
from which he has retired in 1932. He 
has acted during the present war as 
Liaison Officer to the Regional Transport 
Commissioner for all the railways in the 
North Western Region. Mr. Robinson 
was made O.B.E. in June this year. On 
October 30, presentations were made to 
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him and to Mrs. Robinson at Hunt’s Bank, 
Manchester. These included a bound book 
containing 9,350 signatures of members of 
the divisional staff, and were handed over 
by Mr. S. E. Parkhouse, Assistant Chief 
Operating Manager, L.M.S.R. 





We regret to record the death on 
November 3, at the age of 68, of Mr. 
A. R. Hoare, M.Inst.C.E., M.I.Mech.E., 
M.I.E.E., M.Inst.T., a Director of the 
Bristol Tramways & Carriage Co. Ltd. 





Mr. D. Richardson has been re-elected 


Chairman, for 1944-45, of Associated 
Road Operators. Messrs. J. A. M. 
Bright, S. S. Robson and W. Showler 
have been appointed Vice-Chairmen for 
the year. Mr. R. Hindley has been re- 
elected Honorary Treasurer. 





COLONIAL RatLway APPOINTMENTS 


The Crown Agents for the Colonies 
have made the following first class 
appointments : — 


Mr. N. E. Spencer to be Assistant Traffic 
Superintendent (Road Services), Tan- 
ganyika Government Railways. 

Mr. C. D. Butcher to be Assistant 
Accountant (Locomotive), Palestine Rail- 
ways. 





INDIAN RatLway STAFF CHANGES 

Mr. R. L. W. Meehan, Chief Mechanical 
Engineer, B.A.R., has been granted one 
year and nine months’ leave, preparatory 
to retirement, as 4rom April 30. 

Mr. V. L. Thompson has been con- 
frmed as Deputy General Manager (Per- 
sonnel), B.A.R. 

Mr. S. M. Basrur, Deputy Chief Traffic 
Manager, G.I.P.R., has been appointed 
Chief Traffic Manager. 

Mr. F. P. Vandertaelen has been con- 
firmed permanently as Deputy General 
Manager (Staff), G.I.P.R. 

Colonel J. E. Clutterbuck and Mr. K. C. 
Bakhle have been confirmed provisionally 
as Deputy Chief Engineers, G.I.P.R ; 

Mr. B. Moody, V.D., Chief Operating 
Superintendent, N.W.R., proceeded on 
leave, preparatory to retirement, as from 
October 13. 


Mr. W. T. Biscoe, V.D., lately Divi- 
sional Superintendent, Multan, N.W.R. 
(and, before having been granted six 


months’ leave, Regional Controller, Rail- 
way Priorities, Lahore), has been ap- 
pointed Chief Operating Superintendent 


Dr. C. D. Newman has been confirmed 
permanently as Chief Medical & Health 
Officer. N.W_R 

Mr. T. G. R. Eagan has been appointed 
Divisional Superintendent, Multan, 
N.W.R. 


Khan Bahadur Nizam-ud-Din has been 
confirmed as Government Inspector of 
Railways, Circle No. 4, Lahore. 

Mr. K. B. Lal has been confirmed as 
Government Inspector oi Railways, Circle 
No. 5, Bombay, in succession to Tempor- 
ary Colonel R. E. Gordon, permanently 
reverted to military duty. 





TRANSPORTATION TRAINING CENTRE, 
RoyvaL ENGINEERS 


Many members of the British railway 
companies will have memories, pleasant, 
we hope, of the Transportation (formerly 
Railway) Training Centre, Royal Engi- 
neers, at Longmoor Camp. A large number 
of these will have gone to Longmoor as 
members of the Supplementary Reserve, 
Transportation Branch, of the Royal Engi- 
heers, for training in the duties which fall 
to the lot of such personnel in wartime. 
Others, who have been interested in the 
Supplementary Reserve and in the numer- 
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ous other functions of the Training Centre, 
will have gone as welcome visitors. 

In the past it has been our policy to 
publish, from time to time, articles and 
illustrations covering the Supplementary 
Reserve training and other activities at 
Longmoor, but we regret that such a course 
has not been possible for several years past. 
We should have liked to have published 
details of the war employment of regular 
officers of the Royal Engineers who are 
still on the active list, and who in the past 
have participated so ably in the training 
given to the Supplementary Reserve and 
have helped so effectively to make the 
necessarily short stays of visitors so inter- 
esting and pleasant. The fulfilment of this 
desire has been denied us because of lack 
of full information. However, we have 
been able to prepare, by means of gleanings 
from the daily press and conversations with 
various transportation officers, a list show- 
ing the present ranks of the officers men- 
tioned above; these ranks form a rough 
guide to the responsibilities which they have 
to shoulder in the present war :— 


Sub- Tem- 
stantive porary 
rank rank 

Anderson, J. H. .. Major Lt.-Col. 
Armitage, B. S. .. Major 
Bagnall-Wild, R. E., 

O.B.E. Major Brig. 

Barnett, C. H. - Capt. Lt.-Col. 
Bathe, D. .. Major Lt.-Col. 
Biddulph, F. J., M. C. Lt.-Col. Col. 
Bond, W. H. . Major Lt.-Col. 
Browning, C. E. rm : 

M.C. Major Col. 

Bryan, G. J. . Major Col. 
Buchanan, P. D. G.. . Major Lt.-Col. 
Calvert, W. T. . Capt. Major 
de Linde, C. A. .. Major Lt.-Col. 
de Rhé-Philipe, A. T., 

C.B., O.B.E. Major Brig. 
Drake-Brockman, 
A. G. Major Lt.-Col. 
Gage, R. F. O’D., 
M.C. Col. Brig. 
Grant, R. S. .. Capt. Lt.-Col. 
Grazebrook, F.M. .. Capt. Major 
Greaves, C. G. B., 
O.B.E. Major Brig. 
Greig, J. P. S., C.B.E. Col. Brig. 
Herbert, C. E. M 
O.B.E. Major Lt.-Col. 
Hughes, D. G. . Capt. Lt.-Col. 

Jesty, A. R. . Capt. Lt.-Col. 
Jones, R. M., C.B. E. Capt. Brig. 
Langley, C. A., M.C. Lt.-Col. Brig. 
Leese, J. F. M. . Major Lt.-Col. 
Mackillop, I. L. H., 

C.B.E. Major Brig. 
McMullen, D. J., 

C.B., C.B.E., D.S.O. Col. Major-Gen, 
Merry, D. C. .. Capt. Major 
Moss, G. H. B. . Major Lt.-Col. 
Murray, J. . .. Major Lt.-Col. 
Napier, C. . C.B.E. Col. Major-Gen. 
Parkes, E. L., O.B.E. Lt.-Col. 

Payne, J.S. .. Major Col. 
Pottle, H. G., M.C... Lt.-Col. Col. 
Robertson, J. R. H... Capt. Major 
Roney- —— Capt. Lt.-Col. 
Russell, G. N /C.B.E. Col. Major-Gen. 
Simeon, I. .. oe. See Brig. 
Stenhouse, D.R. .. : Capt. Major 
Stuart, N. L., M.B.E. Capt. Major 
Swaine, R. . . Major Lt.-Col. 
Thorpe, A. R. -. Capt. 
Tyrrell, W. B. . Capt. Major 
Waghorn, R.D._.. Col. Brig. 
Wakeford, J.C. B... Lt.-Col. Brig. 
Walter, A. E. M., 

O.B.E. Major Brig. 
Wansbrough-Jones, 

Ll., C.B.E. Major Brig. 

Wheeler, W. H. B. 

M.B.E. Capt. Lt.-Col. 
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Mr. J. P. Laurens, Administrative Secre- 
tary to the Minister of Transport, Pretoria, 
who, as recorded in our September 15 issue, 
has been appointed Chief Superintendent 
(Parliamentary), South African Railways & 
Harbours, was born in 1902 and entered 
railway service as a junior clerk during the 
war of 1914-18. After gaining experience 
at various stations, he was appointed to the 
System Manager’s Office, Johannesburg, in 
1929, and served in the Operating and 
Accidents Sections until 1931, when he 
was transferred to the General Manager’s 
Staff Section. Thence he was appointed 
to the office of the Minister of Railways & 
Harbours in 1938, and rose to the position 
of Administrative Secretary to the Minister 
in 1941. Mr. Laurens has served as Secre- 
tary to a number of committees, including 
the Staff Training Committee, and to the 
Railways & Harbours Conciliation Board. 





The late Sir Alfred David McAlpine, 
who was a member of the firm of Sir 
Robert McAlpine & Sons Ltd., left 
£345,460. 





INSTITUTION OF LOCOMOTIVE ENGINEERS 


The following Associate Members and 
Graduates of the Institution of Locomo- 
tive Engineers were elected recently (a 
list of those elected to membership, or 
transferred from associate membership to 
membership, was given in our last week’s 
issue) : — 

Associate Members 

Mr. P. Agarwal, Assistant Chief Con- 
troller of Standardisation, Central Stan- 
dards Office for Railways, New Delhi; 
Major H. S. Dawson, Royal Engineers, 
C.C.M.S. (D Branch); Messrs. R. Ellis, 
Assistant Chief Draughtsman, Andrew 
Barclay Sons & Co. Ltd.; G. De Graft- 
Johnson, Assistant Locomotive Superin- 
tendent, Gold Coast Government Rail- 
way; D. D. Needham, Materials In- 
spector, Doncaster, L.N.E.R.; M. M. 
Parekh, Locomotive & Carriage Superin- 
tendent, Bhavnagar State Railway; P. 
Rajagopal, Assistant Mechanical Engi- 
neer (Locomotive, Carriage & Wagon 
Workshops), Ceylon Government Rail- 
way; E. V. Stobbs, Senior Draughtsman 
(Mechanical), Kenya & Uganda Railways 
& Harbours; and N. B. Thomas, Assistant 
Engineering Inspector, Crown Agents for 
the Colonies. 

Graduates 

Messrs. A. W. J. Cook, Student 
Draughtsman, C.M.E. Department, East- 
leigh, Southern Railway; R. L. Cooper, 
Technical Assistant, North Road Loco- 
motive Works, Darlington, L.N.E.R.; S. 
Ireson, Student Draughtsman, Locomo- 
tive Drawing Office, Eastleigh, Southern 
Railway; J. M. Jarvis, Planning Office, 
Locomotive Works, Derby, L.M.S.R.; 
P. A. Larkam, Premium ~ Apprentice, 
Crewe, L.M.S.R.; F. A. Lewis, Student 
Draughtsman, Locomotive Drawing 
Office, Eastleigh, Southern Railway; P. C. 
McNeill, Pupil Apprentice, Northern 
Counties Committee, L.M.S.R. 
present serving in the Army); W. J. 
Robertson, Apprentice, Andrew Barclay 
Sons & Co. Ltd.; E: B. Trotter, Premium 
Apprentice, Eastleigh, Southern Railway; 
R. F. Williams, Draughtsman, Locomo- 
tive Offices, Eastleigh, Southern Railway; 
and F. H. Wood, Draughtsman, W. G. 
Bagnall Limited. 

Transfer from Graduate to Associate 

Member 

Temporary Captain D. H. Cardew, 
Royal Engineers, Officer in Charge of 
Locomotive Course at an East Indian 
Railway centre. 


(at 
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TRANSPORT SERVICES AND THE WAR—267 


Aid-to-Russia Transport 

Twenty members of London Transport 
staff have been engaged (some of them for 
three years) in one of the largest feats of 
road transport in the war, namely, the 
carriage of war supplies to Russia over 
600 miles of road on military lines of com 
munication through Persia to the Russian 


zone itself. The road haulage was organ 
ised in convoys, each of 10 or more 
lorries, which were loaded at railway ter 


mini and made the round trip of 1,200 


miles in 12 days each. More than 5,000 
lorries ranging from 4-tonners to 


10-tonners operated day and night on two 
routes. 
Staggered Holidays 

During the past summer, many thousands 
of industrial workers in the London area 
participated in the holiday staggering 
schemes organised by the London & South 
Eastern Regional Board and the transport 
undertakings. In 1943, out of a total of 
294,000 workpeople, 193,000 (or 65-6 per 
cent.) took their holidays in the ‘ peak 
weeks,”’ that is, the August Bank Holiday 
week and the preceding week. This sum- 


mer, out of a total of 350,000 workers, 
167,000 (or 47-6 per cent.) took their 
holidays during the same busy weeks. The 


number of workers employed by firms who 
adopted schemes of “ internal staggering,’ 
was no fewer than 200,000. 
‘* The Busman’s Malta’’ 
Although bus companies in many parts 


of Great Britain have had to operate 
under ‘‘action’’ conditions for long or 


short periods, there is only one part of 


the country that has been continuously 
in the front line. This, of course, is the 
coastal region of Kent, served by the 
buses of the East Kent Road Car Co. 
Ltd., an associate of the Southern Rail- 
way, and one of the B.E.T. group. 
Some indication of conditions in this area, 
which was often termed ‘‘ The Busman’s 
Malta,’’ were given in owr issue of 
August 27, 1943 (page 214). Since then, 
East Kent‘ has had a further gruelling, 
lasting right up to the time of the inten- 


sive shelling of Dover in September. 
During that shelling, the East Kent Road 
Car Co. Ltd. had its buses dispersed on 
the outskirts of the town, and, that 
they could run to schedule in the morn- 
ings, the crews actually lived on the job. 
Blankets were issued, and the crews slept 
in the buses. The greatest difficulty was 
feeding, so the company secured a special 
permit from the Ministry of Food, and 
necessities were sent down from Canter- 
bury. The Home Guard loaned field kit- 
chens and cooked the food. In all, some 
1,600 hot meals and 4,000 cups of tea 
were served to the crews. 

The casualty roll of East Kent 
service has been’ remarkably light, 
amounting to but 14 killed and 14 
seriously injured; these figures, of course, 


SO 


men on 


exclude members of the staff who were 
killed or injured when not on duty. The 
largest individual death roll was on 
March 23, 1942, at Dover, when 10 (in- 
cluding the local Traffic Superintendent) 
died as the result of an air raid which 
totally destroyed the garage and two 


enquiry offices. Various attacks on Can- 
terbury, of which the first was Septem- 
ber 9, 1940, totally destroyed the head 
offices of the company, the coach works, 
and the lower garage. Substantial 
damage was also sustained by the upper 


garage and.the Kirby Lane Works. In 
addition to Canterbury and _ Dover, 
garages and other premises of the com- 


pany have been damaged by bomb, shell, 


or flying bomb at Whitstable, Herne Bay, 
Ramsgate, Broadstairs, Margate, Folke- 
stone, Hastings, Rye, Lydd, Deal, Dym- 


church, Ashford, and Wye. In all, 8 
buses have been destroyed and 88 
damaged, as well as 4 _ bus_ bodies 


destroyed. Of inspection and staff cars, 
7 have been destroyed and 3 damaged. 
World Air Routes 

Representatives of 54 nations assembled 
at Chicago on November | in an attempt 
to draw up a charter for international air 
transport after the war. Of the great air 
Powers, the only one not represented is 
Soviet Russia, which announced that it 
would not take part because among the 
nations represented are Switzerland, Spain, 
and Portugal, ‘‘ countries which for a 
number of years have carried on a hostile 
policy towards the Soviet Union.” 

The following overseas civil air routes 
are at present in operation by the British 
Overseas Airways Corporation in the service 
of the Government : 


Atlantic Services 


Summer : U.K.—Foynes—Botwood—Baltimore 
Winter: U.K. Foynes Lisbon Bathurst — 
Lagos Bathurst Natal Belem Trinidad 
Nassau — Bermuda Baltimore Bermuda Lisbon 
Foynes 


U.K.—Montreal (North Atlantic return ferry service) 
Trans-African Services 


Cairo — Wadi Halfa— Khartoum El Fasher El 
Geneina Maiduguri Kano Lagos — Accra 

Lagos — Libreville Leopoldville — Coquilhatville 
Stanleyville Laropi Malakal — Khartoum — Wadi 
Halfa—Cairo 
Other Services 

U.K.—Eire shuttle service 

U.K.—Madrid 

U.K.—Lisbon 

U.K.—Lisbon—Gibraltar 

U.K.—North Africa 

U.K.—Sweden 

U.K.—Cairo 

U.K. — Lisbon Rabat Port Etienne Dakar 
Bathurst Freetown Takoradi Accra Lagos 

Cairo—Damascus——Baghdad—Teheran 

Cairo — Luxor Jedda Port Sudan Asmara 
Addis Ababa 

Cairo Lydda Baghdad Basra Bahrein 
Jiwani Karachi Jodhpur Delhi Allahabad 
Calcutta 

Cairo Luxor Port Sudan — Asmara — Kamaran 

Aden Riyan Salalah Masira Jiwani 
Karachi 

Cairo—Lydda—Adana 

Cairo Wadi Halfa Khartoum Malakal 
Juba — Kisumu — Nairobi—- Tabora—— Kasama —- Gwelo 
(Ceylon) 

Durbar—Lourenco Marques—-Beira — Mozambique 
Lindi Dar es Salaam Mombasa Kisumu Port 
Bell Laropi Malakal Khartoum — Wadi Halfa 
Luxor Cairo Kallia Habbaniyeh Basra 
Bahrein Dubai Jiwani Karachi Raj Samand 
Gwalior—Allahabad—Calcutta 

Kisumu Mombasa Dar es Salaam — Lindi 
Pamanji—Diego Suarez (Madagascar) 

Durban-——Johannesburg 


This list does not include certain routes 
which may not be made public for security 
reasons. 


Railway Fares for German 
Agricultural Helpers 

To assist in easing the economic side of 
the harvest problem, the German Reichs- 
bahn is granting a 50 per cent. reduction in 
third-class fares for German (but not 
foreign) agricultural helpers for the period 
between July 1 and November 30. The full 
supplement has to be paid when fast (D) 
or semi-fast (E) trains are used. Such 
workers are not permitted to use second or 
first class. Agricultural helpers from 
Bohemia-Moravia are placed on the same 
footing as German nationals. The reduction 
is granted only if helpers are travelling in 
groups of at least ten, and are travelling 
from home or from a collecting centre to a 
place of work or returning from it ; there is 
no distance limit. If helpers travel indivi- 
dually for the same purpose, the reduction is 
granted for distances of up to 200 km. (124 
miles) each way. Helpers travelling in 
groups over distances of more than 200 km. 
but returning individually are also granted 
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the reduction provided the authorities con- 
cerned (labour office, municipality, or local 
police office) confirm the necessity of the 
individual return. 


Cheap Fares for Troops in Paris 

Allied soliders in Paris are to be perniitted 
to travel at reduced fares on all public 
transport vehicles in the Paris region, if 
they are in possession of a service or leave 
pass, according to a Paris radio announce. 
ment of November 1. 


Turkish Air Services 
The air line between Konya and Antalya 
(southern Anatolia), opened on July 10 
last, was connected by the end of July “with 
the Adana-Diarbekr-Van-Erzerum air route 
Services are operated both ways on Mon- 
days, Wednesdays, and Fridays. 


New Railways in Turkey 

Despite wartime difficulties, good pro- 
gress is being made with the two Turkish 
railways now being built in the direction 
of the Persian and Iraq frontiers. The first 
line, along the southern shore of Van Lake 
has reached Raheliga ; the second line has 
been completed as far as Kundalam. 

The Turkish Government recently author- 
ised the increase by £T.50,000,000 of the 
interior loan now being floated, with the 
object of using this supplement exclusively 
for railway building. It is said that 
£T.58,000,000 was orginally earmarked for 
this purpose. 


Luggage Restrictions on Finnish 


Railways 
By an Order issued by the Finnish 
Government before the armistice, the 


Finnish railways are authorised to exclude 
from conveyance by passenger trains any 
luggage and passenger goods weighing more 
than 100 kg. (220 lb.) if sufficient space 
cannot be found in the luggage vans. The 
conveyance of perambulators, pedal and 
motor cycles, bobsleighs, skis, and other 
pieces of bulky luggage by passenger trains 
has been discontinued. This measure is said 
to be a result of the drastic curtailment of 
passenger services on the Finnish railways. 


Swiss-French Railway Services 

Preliminary steps for the resumption of 
regular passenger and goods railway traffic 
between Switzerland and France were taken 
at a conference at Berne at the end of 
October. It was arranged that a daily 
passenger train in each direction would be 
run from November 6, between Genoa and 
Paris, via Annemasse, Grenoble, and Laon, 
and between Paris and Les Verrieres (on 
the Swiss border, west of Berne) via Dijon 
and Nevers. In addition, trains are to run 
on alternate days in each direction between 
Dijon and Switzerland. These arrange- 
ments were made subject to the approval of 
the Swiss and French Governments, and 
when we closed for press it was not known 
whether the services had actually begun 

Station Markings in Swiss Frontier 

Areas 

According to a communiqué 
recently by the Swiss Federal Railways, the 
Swiss Army Command recommended the 
immediate marking, in the colours of the 
Swiss Confederation, of railway stations 
and halts located in a Swiss frontier zone 
All available surfaces, particularly platform 
roofs, roofs of goods sheds, and in certain 
cases also the roofs of industrial under- 
takings adjacent to railway stations, have 
been painted with the Swiss white cross on 
red ground, or temporarily covered with 
Swiss flags. Along the railway lines, the 
marking has been applied to the roofs of 
service huts, etc., and on other surfaces 
easily visible from the air. Up to Septem- 
ber 21 last, 193 Swiss Federal railway sta- 
tions had been marked. In some cases the 


issued 


Not 


markir 
59 it 
coveret 
to 6,56 
obviou 
questi 
countr 


The. 
28 bet 
ment O 
tives ¢ 
Kingd 
the ot! 
the re 
during 
from t 
includ 
vehicle 
prov id 


will ar 
taking: 
comm 
accord: 
during 
High C 


Very 
able re 
the D 
figures 
neutra 
with « 
From 
Tevenu 
of crov 


R 


Passenge 
Goods, c 
Other 


T 
Goo 
millior 
as foll 


Q 





KUM 









con- 
local 
the 


is 

itted 
ublic 
n, if 
leave 
unce- 


talya 


with 
oute 
Mon- 


pro- 
kish 
ction 
first 
Lake 


e has 


'thor- 
f the 
nh the 
sively 
that 
‘d for 


sh 


nnish 

the 
clude 
$ any 
mm re 
space 

Che 

and 
other 
trains 
Ss said 
nt ot 
ways 


>S 

on ol 
trafic 
taken 
nd of 
daily 
ild be 
a and 
Laon, 
*S (on 
Dijon 
(Oo run 
tween 
range- 
val of 
;, and 
cnown 
run 


ntier 


issued 
7s, the 
d the 
of the 
ations 
- zone 
itiorm 
ertain 
under- 

have 
oss on 
| with 
-s, the 
yofs ot 
irfaces 
-ptem- 
\y sta- 
eS the 








November 10, 1944 


markings cover an area of 18 18 metres 
59 ft. x 59 ft.). The total area thus 
covered by painted or actual flags amounted 
to 6,565 sq. metres (70,666 sq. ft.). It is 
obvious that the un-named frontier area in 
question must be in the north-west of the 
country. 
The Bulgarian Armistice 

The armistice which was signed on October 
98 between representatives of the Govern- 
ment of Bulgaria on one side and representa- 
tives of the Governments of the United 
Kingdom, the U.S.A., and the U.S.S.R., on 
the other, makes provision (clause 11) for 
the return of all material, etc., removed 
during the war by Germany or Bulgaria 
from the territories of the United Nations, 
including locomotives, rolling stock, motor 
vehicles, and works equipment. Clause 17 
provides that the Government of Bulgaria 
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Peat and lignite were the largest items 
involved in the increased goods traffic im 
1943. Curtailment of motor lorry traffic 
added to the burden on the rails, and can- 
cellation of privileges for transporting Ger- 
man military goods through Sweden shifted 
to Danish railways and ports the movement 
of troops and supplies to and from Norway. 
Sabotage, directed particularly against the 
lines in Jutland, was widespread and re- 
tarded railway operation (as was intended 
by the Patriots), and permit restrictions 
on passenger traffic introduced in connection 
with the “‘ state of emergency ”’ of August 29, 
1943, provided additional difficulties. How- 
ever, during the first nine months of 1943, 
the net profit on the operation of the State 
Railways was shown as 60,320,000 crowns, 
compared with 48,890,000 crowns in the 
similar period of 1942. 
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the double N.W.R. main line. The Jodhpnr 
and N.W. Railways have together con- 
structed the large erecting depot, which is 
manned jointly by staff of the Indian Army 
and of the J.R. The wagons, which are of 
austerity design, have been arriving in large 
numbers, and many are already in service. 
To allow for the bunching of shipping 
consignments, arrangements have been 
made for the reception and storage of 
wagons in the dismantled condition totalling 
double the required monthly output, which 
itself is a high figure, according to our 
contemporary, Indian Engineering. 

Fuel Economy Campaign in India 

To provide more coal for vital war 
industries, a widespread fuel-economy cru- 
sade is being conducted in India. Every 
railwayman is being impressed with his 
responsibility to see that no coal is wasted, 





A demolished bridge spanning the railway at 


important German frontier centre 


will arrange for the use of transport under- 
takings and equipment, and other means of 
ommunication in Bulgarian territory, in 
accordance with the instructions issued 
luring the armistice by the Allied (Soviet) 
High Command. 


Danish Railway Operations 

Very little information has become avail- 
able recently concerning the operations of 
the Danish State Railways, but some 
figures have now reached us through a 
neutral source in respect of the year 1943, 
with comparisons with preceding years. 
From these it appears that the operating 
revenue of the State Railways (in millions 
f crowns) was as follows :— 


Railway operation 1942 1943 
Passenger transport... a 115-4 134-7 
Goods, cattle, and mail transport 137-1 165-7 

ther are ide Tes 9-2 10-3 

Total 261-7 310-7 


Goods traffic during the three years, in 
millions of goods-wagon axle km., averaged 
as follows :— 


Quarter | 1941 | 1942 1943 
First ee 28-3 37-7 
Second | 34-2 36-9 42-4 
Third 38-4 40-1 | 43-9 
Fourth 34-4 | 38:6 | 38-9 





the surrender on Saturday, October 21 


The number of passengers carried by 
the Copenhagen suburban railways in- 
creased from 39,200,000 in 1942, to 
44,300,000 in 1943. The tramways of 
that city also carried an increased number 
of passengers, the total rising from 
188,500,000 in 1942 to 201,100,000 in 
1943, though the number of tramcar axle 
km. decreased by 3 per cent., and there 
were no renewals of rolling stock. 

The number of km. flown in Denmark in 
1943, according to information published 
by Det Danske Luftfartselskab, was 
533,655, compared with 765,748 in 1942, 
and 718,009 in 1941. The number of pas- 
sengers carried in 1943 was 30,430, against 
38,835 in 1942, and 32,966 in 1941. 


Indian Erecting Depot for U.S.-Built 
Metre-Gauge Wagons 

As the resources of wagon-building firms 
in India are fully extended to meet the 
demand of broad-gauge wagons, large 
numbers of metre-gauge stock have had 
to be ordered from the United States. To 
economise shipping space, these wagons 
are being sent to India in parts, which 
have to be assembled on arrival there. A 
large assembly yard has, therefore, been 
laid out and brought into use at Hyderabad, 
Sind, the terminus of the metre-gauge 
Jodhpur Railway and junction with the 


North Western broad-gauge system. It is 
the nearest metre-gauge railhead to any 


large port (Karachi) on the West Coast of 
India, and is connected with that port by 


Aachen, which was put out of action by the R.A.F. before the capture of that 
More than 7,000 tons of bombs were dropped on Aachen by the R.A.F. between 1940 and 


Drivers and firemen are being instructed 
by special inspectors in the best methods 
of firing each type of locomotive to ensure 
that the best possible results are obtained 
from every pound of coal consumed. 
Wastage in coal handling and theft of fuel 
are being watched carefully. 
U.S.A. War Department Wagon Orders 
For overseas use, the United States War 
Department has placed orders with Ame- 
rican manufacturers for 24,660 wagons to 
be built during 1945. Of these the Pullman- 
Standard Car Manufacturing Company is to 
build 8,500 20-ton box wagons and 1,700 
40-ton gondola wagons; the American Car 
& Foundry Company is to build 1,500 
20-ton box wagons, 1,320 55-ton flat 
wagons, 830 30-ton refrigerator wagons, and 
940 tank wagons; the Pressed Steel Car 
Company is to be responsible for 6,700 
20-ton gondola wagons ; and the remaining 
orders are distributed in smaller numbers 
between the Greenville, General American, 
and Mount Vernon Companies. 
Unacceptable U.S. Railway Labour 
On August 4, 59 Japanese-Americans 
who had been assigned by the War Reloca- 
tion Authority for track work on the Chicago 
Terminal lines of the Illinois Central 
System were withdrawn and transferred to 
other employment in the Chicago area. It 


appears that the objection came from 
the track employees’ trades union—the 
Brotherhood of Maintenance of Way 


Employees—which threatened strike action 
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unless the Japanese-Americans were re- and arrives at Dallas at 7 instead of 10.5 ss —— 
moved from the railway. The general a.m.; Fort Worth is reached at 8.48 l Rail 
chairmen of sixteen other railway labour instead of 10 a.m. On the return journey | at 
organisations also formally requested the departure from Fort Worth is at 9.5 instead 1 &} ‘ 
Illinois Central management to give no of 9.50 p.m., and Dallas at 11 instead of +8 i 19 
further consideration to the employment 9.45 p.m.; Tulsa is reached at 7.30 instead ie —— 
of these men, because of the disturbance of 8.10 a.m. The formation of the train | ail 
of the relations between management and includes air-conditioned reclining chair cars, B- <i 
staff that was bound to take place if they sleeping cars, and a through lounge-dining ‘TS * 
were taken into the service again. Mr. car. | ° 
J. L. Beven, President of the Illinois Cen- Special Rail Rates for U.S. as a 
tral, in a statement on the case, remarked Ex-Servicemen Ss 1& 
that the labour objection to the employ- From September 1, United States rail- = 1g L__— 
ment of the Japanese-Americans must not ways put into operation special reduced S 1 | Rail 
be regarded as a dispute between the fares to assist Service men and women © | | xsi 
Illinois Central and its employees ; it was returning to civilian life. These fares, at 2 _ - 
not a labour question involving railway the rate of 1} cents a mile, are granted to | (= 
policy but a social question involving personnel of the Army, Navy, Marine Corps, & | wu —— 
public policy. and Coast Guard who have been discharged Ee | 
The ** Black Gold ’’ Express or released from military service, and are 1S 
From August 26 there was a considerable good for single-journey travel to any point 18 
acceleration of the ‘‘ Black Gold” express, in the United States or Canada, in “ coach ’ | 
which operates between Tulsa (Oklahoma), accommodation. The special fare tickets Roa 
Dallas, and Fort Worth (Texas), U.S.A. are issued on presentation of the proper =e. 
Previously the train was operated jointly credentials, and are available for 30 days; ls = 
by the St. Louis-San Francisco and the also they include the privilege of breaking | = 
Missouri-Kansas-Texas systems, involving the journey at any intermediate station i = 
division of the Dallas and Fort Worth within the limit of availability. This new Ls oO § 
portions at Denison, but the former has development is in line with the policy of the 4 ”" 2 s 
now taken over the working exclusively, American railways in conceding similar | FES 
and the train runs to Fort Worth via Dallas. cheap travel to Service men and women on 83 
It leaves Tulsa at 10.30 instead of 11 p.m., leave. | - : 
; = - ; 88 
-_ - ccceeaaenecnamamaae eae ce H 
2 
The Largest Soviet Locomotive ' B3 
= 
ol 
We have received information which At a speed of 40 km.p.h. (243 m.p.h.) the re ae 
would appear to indicate that the Rus- maximum load hauled is stated to be trol $ 
sians are now using for the Donbass coal 1,400 tonnes (1,379 English or long tons); i. re. 
traffic units of the ‘‘ AA’”’ class, the the maximum gradient which can be “4 l= re a 
largest type of locomotive ever built in negotiated at that speed and with the LS he 
Soviet Russia. The diagram reproduced load stated is 1 in 133. From the dimen- 2-8 re : 
alongside gives an idea of the general lay- sions available, it would appear that the = 2 i; = © 
out of this engine and the axle weights. tractive effort at 85 per cent. b.p. is oS ~ ios 
Principal dimensions are given in the 86,300 lb. (39,180 kg.). pis a) = ‘es 
uccompanying table. The prototype was No information is available as to re | | de 
built at the Voroshilovgrad locomotive how many further units of this type — 's S "& 
works in Southern Russia as long ago as_ have been built, nor any particulars con- mv q Toe % 
1935, with the main object of ascertain- cerning the service efficiency and capacity z =| : 
ing the maximum degree of efficiency and _ of the type. =| iF 
Cylinders (2) dia. ia , “i Fae we as 740 mm. (29% in.) 5S . 
Piston stroke ‘ ‘ ‘ ; on ska 810 mm. (31% in.) 5 ? 
Wheels, coupled, dia. . : jee a ; oes 1,600 mm. (5 ft. 3 in.) | 3 
Wheelbase, engine, total at , 17,320 mm. (56 ft. 10 in.) | ° 
Boiler heating surface : 2 
Tubes... bee ’ - ane bai od 448 sq. m. (4,822 sq. ft.) | ~ 2 
Superheater .... ‘ . ‘ : ta ” 172 sq. m. (1,851 sq. ft.) jo S 
Combined total ... sai © nt st aS 620 sq. m. (6,673 sq. ft.) 2 = 
Grate area - ise ‘ ; in ou ; in 12 sq. m. (129 sq. ft.) | S 
Boiler pressure ... aa - ae ae we 17 kg. per sq. cm. (242 Ib. per sq. in.) | & J 
Tractive force (85 per cent. b.p.) ws ia we . 39,180 kg. (86,300 Ib.) | w & 
Adhesion weight . »9 _ - sia oe 138-9 tonnes (124 tons 2 cwt.) lad $ = 
Weight of engine i in n working order ... oad : iad a 206 tonnes (193 tons 18 cwt.) Los & 
Weight of tender, empty ae ke | Chl 58-5 tonnes (52 tons 3 cwt.) | 2(r 8 
Weight of tender in working order pes st Pd sai 124 tonnes (110 tons 14 cwt.) $8 
Weight of engine and tender in wanteng orde aan ‘ sp 330 tonnes (304 tons 12 cwt.) a © 
Water capacity... jake owe i a ‘int a ani 52:3 cu. m. (11,526 Imp. gal.) 
Coal capacity ; . ans eo . nee 24-2 tonnes (23} tons) 
Total length, engine and tender. 33,735 mm. (110 ft. 8 in.) =5 
Height of engine, maximum ‘ nee wai 5,200 mm. (17 ft. 03 in.) obergen 
tractive effort which could be obtained Tt has been given the serial indication Kroderer 
from a locomotive with a rigid wheelbase ‘“ AA,’’ which is an abbreviation for 
consisting of no fewer than 14 coupled Alexander Andreyev, a Secretary of the 
wheels, in contrast to the results secured Soviet Government party. The serial 
with articulated steam locomotives of the indication of modern locomotives in 
Mallet or Beyer-Garratt types. As will Soviet Russia is always preceded by two | 
be seen, the wheel arrangement is 4-14-4, letters, which are the jinitials of the | 
and the tender is carried on two six- names of outstanding Soviet personali- 
wheel bogies. It is a two-cylinder simple ties. In addition to ‘‘ AA,’’ there are the | 
engine, superheated. In order to over- ‘‘ FD ”’ for Felix Djerzhinski (first Chief =, P68 
come the very long rigid wheelbase, it of the G.P.U.); ‘‘LK’”’ for Lazar bo +B 
appears from the diagram that a form of Kaganovitch, the present People’s Com- as . 
auxiliary knuckle-joint-pin has been in- missar for Communications (and Stalin’s os | 
corporated between the first and second, brother-in-law); ‘‘ JS’’ for Josef Stalin; =.* | 
second and third, and sixth and seventh and ‘‘SO’’ for Serge Ordjonikidse, a | as | 
driving wheels. The big-end of the con- People’s Commissar. In addition, there | s- te 
necting rod also appears to be fitted with are the following serial indications dating | x lg 
a form of roller bearing. from the Tsarist regime: ‘‘ E,’’ ‘‘ Ae,’’ | | = 
This engine was designed for haul- ‘‘ Shtsh,’’ ‘“‘L,’’ ‘‘M,’’ ‘P,”’” and | | penne 
ing heavy goods trains at a maxi- ‘‘Su’’; and ‘b,”’ ‘‘ Ka,’’ and “ Tw,” | i + The 
mum speed of 70 km.p.h. (434 m.p.h.). from the earlier Soviet regime. le— — ——( fo ‘2! 002-5 — —— cont 
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The railways and gauges of Norway and Sweden. Under German occupation, most of the Norwegian narrow-gauge railways have ve 
converted to standard gauge. Swedish electrification has made considerable progress, and the indications of electrical operation have 
been revised to date 
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The Institute of Transport : 
Its Beginnings and Achievements 


In connection with the celebration 
of the Silver Jubilee of the Institute 
of [ransport, at a luncheon held 
on Friday last, November 3, Mr. 
D R. Lamb wrote a paper, at 
the ‘equest of the Council, on the 


Institute’s beginnings and achievements 
[he author outlines the growth of the 
desire, from the beginning of the century, 
for a responsible organisation to facilitate 


the study of traffic and transport. The 
outbreak of war in 1914 put an end to 
any deliberation with this objective, but 
the matter was revived by a letter from 
the late Mr. H. H. Gordon, a Member 
of the London County Council, published 
in The Times of March 19, 1919. The 
late Mr. Frederick Charles Coleman, who 
had just launched the weekly periodical 
Modern Transport, invited Mr. Gordon 
to enlarge on his views, which he did in 


in article published in the May 10, 1919, 
issue of that journal. On August 7, 1919 
ifter the publication in its columns of a 
letters advocating an institute, 
Transport, in collaboration with 


series of 


Modern 


Mr. Gordon, held a luncheon party at the 
Savoy Hotel, London, at which was 
ippointed a provisional committee 
charged with the preparation of a con 
stitution This committee was fortunate 
in securing the services of Mr. (later Sir) 


Herbert Blain, Operating Manager of the 
London Underground Railways, who 
accepted the Honorary Secretaryship, 
and whose energy and enterprise contri 
buted in no small degree to the 
of the movement 

Lord Ashfield, at that time 
of the London Underground group of 
companies, became interested in the pro 
ject, and on November 3, 1919, sum 
moned what proved, to be the first official 
gathering of the new institute. It is the 
25th anniversary of this event which 
just been celebrated. This meeting, re 
presentative of all branches of transport, 
unanimously resolved that ‘‘ an Institute 
formed for the scientific study of 
questions relating to traffic and trans- 
port.”’ Sir Eric Geddes, head of the 
newly-formed Ministry of Transport, 
agreed to become the first President, and 
thus established an important con- 
tact between the new Institute and the 
new Ministry He gave his inaugural 
iddress on March 22, 1920, and pointed 
out that the public, schooled by the les 
sons of the war, had learned to appre 
for the first time the vital services 
transport rendered to the com- 


success 


Chairman 


has 


be 


was 


ciate 
vhich 
munity. 

Mr. Blain at 
is Honorary 


first assumed his duties 
Secretary at Broadway, 
Westminster, but on January 1, 1920, 
the Institute opened its first offices at 
2 & 3, The Sanctuary, Westminster. The 
Institution of Civil Engineers lent its Hall 
for the meetings. During 1921 an 
irrangement was made with the Council 
of the Institution of Electrical Engineers 
whereby a suite of offices secured in 
that body’s Victoria Embankment 
premises (with an entrance at 15, Savoy 
Street). and the tenancy was begun on 
November 14, 1921. It was also 
urranged that the Institute of Transport 
meetings should be held in the lecture 


was 


hall of the ‘‘ Electricals.’’ 
PRESIDENTS 
The Institute has been fortunate in its 


the first 
autumn 


Geddes, 
in the 


Sir Eric 
was succeeded 


Presidents. 
President, 


of 1920 by Lord Ashfield; the latter was 
followed a year later by Sir Henry May 
bury, whose admirable address on high- 
ways gave a picture of impending road 
developments in this country. Sir Sam 
Fay, in his presidential address of 1922, 
reviewed the scope of the Railways Act 
of the previous year and its possible effect 


on railway and trading interests. Sir 
Joseph Broodbank, succeeding to the 


Presidency in 1923, called on his life-long 
experience with the Port of London 
\uthority to describe the ideal seaport. 
Sir Lynden Macassey, K.C., a leading 
railway advocate at the Parliamentary 
Bar, who was inducted in 1924, reviewed 
the problems of London traffic; and Sir 
Joseph Nall, M.P., a prominent exponent 
of road transport, becoming President in 
1925, dealt with questions confronting 
rail and road transport. Mr. R. H. Selbie, 


General Manager of the Metropolitan 
Railway, dealt, in his presidential ad- 
dress in 1926, with the financial and 


yperating aspects of railway electrifica 
tion; the engineering features of the same 
theme were discussed by Mr. Roger T. 
Smith, Electrical Engineer of the Great 
Western Railway, when he became Presi 


dent a year later. 

Air Vice-Marshal Sir Sefton Brancker, 
Director-General of Civil Aviation, was 
President for 1928-29, and stressed the 


need for co-operation in transport, while 
Sir Josiah (later Lord) Stamp (1929-1930), 
in his masterly style reviewed the subject 


from the economic angle. Sir Arthur 
Stanley, President of the Tramways, 
Light Railways & Transport Association, 


succeeding Lord Stamp in 1930, dealt with 
the general aspects of transport, Mr. 
Frank Pick, of the London Underground 
group of companies, chose for his presi- 
dential address in 1931 the transport im- 
plications of the growth of cities. 

Sir David Owen, General Manager of 
the Port of London Authority, President 


for 1932-33, dealt with the problem of 
port costs. Mr. William Whitelaw, 
elected President in 1933, reviewed his 
experiences as Chairman of the North 


British and the London & North Eastern 
Railways. Next (in 1934) came Mr. 


Sidney E. Garcke, who appropriately de 
voted his address to an historical survey 
of passenger road transport in Great 
Britain. Sir Cyril Hurcomb, Permanent 


Secretary for many years of the Ministry 
of Transport (now Director-General of 


the Ministry of War Transport), was 
elected President for the 1935-36 session, 
and gave a noteworthy address on trans 
port in Great Britain; Sir Alfred Read, 


who succeeded him, drew on his vast ex 


perience of coastwise shipping. Sir Alex- 
ander Gibb, the well-known consulting 
engineer, was President for the year 


1937-38, and dealt in his address with en- 
gineering limitations and transport ideals. 


Mr. Gilbert S. Szlumper, then General 
Manager of the Southern Railway, the 
President for 1938-39, reviewed the his- 


torical aspect. 


Mr. T. E. Thomas, General Manager of 
the London Passenger Transport Board, 


became President in October, 1939, a 
month after the outbreak of war; he took 
for his theme the tributaries of transport. 
Mr. Thomas served for two years, and 
was succeeded in October, 1941, by Mr. 
J. S. Nicholl, well known as a represen- 
tative of road haulage interests, who, in 
his address, surveyed road transport de- 
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velopments in wartime; he also served for 


two years. The third wartime President 
was Sir William Wood, President of the 
L.M.S.R., who reviewed the problems con 
fronting the community on the threshold 
of a new era in transport. The President- 
Elect is Mr. Robert Kelso, who by reason 
of his prominent association with ship- 
ping will represent the interest in the 


Institute of that 


transport. 


important element of 


THE SECRETARIES 

Mr. Blain continued as Honorary Se 
retary until the autumn of 1923, when his 
work was taken over by a full-time Sec- 
retary in the person of Mr. A. Winter 
Gray, who had been Mr. Blain’s personal 
assistant. Mr. Gray was awarded the 
O.B.E. in 1939 and retired on pension on 


March 31, 1941; he was then elected an 
Honorary Member of the Institute. Mr 
F. W. Crews, the Assistant Secretary 


(who joined the staff of the Institute on 
April 1, 1927), succeeded Mr. Gray, first 
as Acting Secretary, and officially as Sec- 
retary from June 1, 1942. 


RoyaL PATRONAGE 

On November 16, 1926, the Institute 
received full recognition by the grant of 
a Royal Charter of Incorporation contain- 
ing the message: ‘‘ We do reserve to Our- 
selves to be the first Patron after the 
granting of this Our Charter.’’ The Insti 
tute still enjoys Royal Patronage. 

The annual dinner in March, 1929, was 
honoured by the presence of the Prince 
of Wales in his capacity as Honorary 
President. 

ACTIVITIES DECENTRALISED 

To enable provincial and _ overseas 

members to participate actively in the 
Institute’s affairs, the Council at an early 
date formed local sections in the United 
Kingdom and centres overseas, not only 
to encourage the study of transport prob- 
lems but also to ensure the adequate 
expression of opinion by transport men 
serving under diverse conditions and meet- 
ing complicated and differing require- 
ments. The result of this policy has been 
abundantly justified. Today the Insti 
tute has its centres in those parts of the 
world possessing British transport under- 
takings. There is a very vigorous centre 
in the Argentine; the New South Wales 
centre has its own magazine; and the 
South African centre possesses district 
centres in Cape Town, Durban, and 
Johannesburg. 
" During the year ended September 30, 
1939, the Institute held 148 meetings in 
London and the provinces, and its activi- 
ties have been well maintained during the 
war. The needs of the younger men are 
covered by Graduate and _ Student 
Societies and Study Groups. 

There is a library, which has been valu- 
able to those engaged in the war effort 
and the Institute publishes its own 
Journal. 

EXAMINATIONS 

The preparation of a comprehensive 
education and examination scheme was 
one of the early tasks of the Institute 
undertaken with the object of providing 
courses of study for the guidance of those 
educational institutions desirous of pro 
viding specialised and organised instruc- 
tion in transport subjects, and of setting 
a standard of attainment for those aiming 
at becoming Graduates and Associate 
Members. The first transport examina 
tions were held in London, Leeds, and 
Manchester in April, 1926. In April 
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1939, they were held in London and 
sever. provincial centres, as well as ir 
\rgentina, Burma, Colombia, India, 
Kenva, New South Wales, and South 
Africa. Examinations have continued 
ymnually throughout the war, and cor- 
rspondence courses have been made 
wailable to members in the Forces, in- 
cluding those in prisoner-of-war camps; 
n many of these camps examinations 
vave been held 


Every vear before the war the Institute 
] 


Id a transport congress in London 


r an important provincial centre. 
In. every instance the delegates and 
their ladies were accorded a_ Civic 


reception and were the guests of railway, 
jocks, and other transport undertakings. 
)pportunity was afforded for visiting out 
standing transport works and _installa- 
tions as well as important industrial dnd 
ommercial organisations. 

Continental visits were made at 
the invitation and with the co-operation 


also 


f the Governments concerned, namely, 
Switzerland (1929), Italy (1931), Austria 
1935), and Germany (1937). The visit 
to Germany was made 14 months in 
idvance of Munich and some two years 

re the actual outbreak of the second 
orld war, and the guests were the 


recipients of unbounded hospitality, ter- 
minating with a reception and banquet 
t the Wilhelmstrasse. 

The membership of the Institute, which 


2% years ago numbered 440, now stands 
it 5,800 and embraces most of the lead- 


ng authorities in transport throughout 
the British Empire and wherever British 
wned transport is operated. 


Jubilee Luncheon 
The Institute of Transport held its 
Silver Jubilee luncheon at the Connaught 
Rooms, London, W.C.2, on Friday, 


November 3. The guests were welcomed 





Sir William Wood, the immediate 
President, who deputised for the 
President, Mr. Robert Kelso, who was 
recovering from a recent illness. Those 


ho accepted invitations included : — 

The Rt. Hon. A. V. Alexander, C.H., M.P. 
First Lord of the Admiralty); Mr. W. P. 
\llen (General Secretary, Associated Society of 


Locomotive Engineers & Firemen); Sir Alan 
Anderson, G.B.E.; Dr. David Anderson (Presi- 
lent, Institution of Civil Engineers); the Rt. 
Hon. Lord Ashfield of Southwell, P.C. (Hon.) 


M.Inst.T. (Past President). 

Messrs. . 3enstead (Secretary, National 

tion of Railwaymen); W. K. Brasher (Secre 
tary, the Institution of Electrical Engineers) ; 
Norman Brook, C.B. (Secretary, Office of the 
Minister of Reconstruction). 

Messrs. R. Carpmael, O.B.E.; A. L. Castle 
wan, E. Graham Clark, M.C. (Secretary, the 
Institution of Civil Engineers); Major H. E. 
rawford (President, Associated Road Opera 
tors); Sir William Currie. 

Mr. G. Cole Deacon. 

Messrs. C. N. Gallie (Secretary, Railway Clerks 


Association) ; Sidney Garcke, C.B.E. (Past 
President); Sir Thomas Gardiner, G.B.E., 
K.C.B. (Director-General, The Post Office) ; 


Mr. W. H. Gaunt, C.B.E. (President, Mansion 


House Association on Transport); Sir Alex- 
under Gibb, G.B.E., C.B., F.R.S. (Past Presi- 
lent); Lt.-Colonel Alistair M. Gibb, T.D.; 
Messrs. W. S. Graff-Baker; K. W. C. Grand 


Member of Council); the Rt. Hon. Sir Arthur 
wifith-Boscawen (Chairman, Transport Advi- 
wry Council); Sen. Lieut. Grigoriev. 


Sir Harold Hartley, K.C.V.O., C.B.E., M.C., 


R.S.; Mr. D. Humphrey (President, Associa- 
tion of Principals of Technical Institutions) ; 
Sir Cyril Hurecomb, K.C.B., K.B.E. (Past 
President). 

Mr. R. Kelso (President); Prof. Khacha- 
turov, M.T.S.; Mr. M. Kissane (President, 


Canal Association). 


Mr. A. Lang; Sir William Larke, K.B.E. ; 
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Mr. F. Lydall; Sir Lynden Macassey, K.B.E., 
K.C. (Past President); Messrs. M. G. J. 
McHaffie; Mr. E. Reid McNab; Brigadier 
General Sir Osborne Mance, K.B.E., C.B., 
C.M.G., D.S.O. (Member of Council); Sir 
Henry Markham, K.C.B., M.C. (Permanent 
Secretary, the Admiralty); Mr. F. A. A. 
Menzler; Sir James Milne, K.C.V.O., C.S.I. ; 
Sir Eustace Missenden, O.B.E.; the Rt. Hon. 
Herbert Morrison, M.P. (Secretary of State for 
Home Affairs & Minister of Home Security). 

Sir George Nelson (President, Federation of 
British Industries); Sir Charles Newton; 
Messrs. J. S. Nicholl, C.B.E. (Past President) ; 
Philip Noel-Baker, M.P. (Parliamentary Secre 
tary, Ministry of War Transport). 

General M. V. Obydin. 

Messrs. S. E. Parkhouse; J. C. Patteson; 
Sir Thomas Phillips, K.C.B., K.B.E. (Secretary, 
Ministry of Labour & National Service) ; Cap- 
tain J. W. Punter. 

Mr. A. S. Quartermaine, C.B.E. 
of Council). 

Sir Harry Railing (President, Institution of 
Electrical Engineers) ; Brigadier Sir Godfrey D. 
Rhodes, C.B., C.B.E., D.S.0.; Dr. Harry R. 
Ricardo (President, Institution of Mechanical 
Engineers); General Sir Thomas S. Riddell- 
Webster, K.C.B.,  D.S.O.  (General-Master- 
General to the Forces); G. S. Rider, M.B.E. 
(Member of Council); the Rt. Hon. Lord 
Royden of Frankby, C.H. (Chairman, Railway 
Companies Association Mr. T. W. Royle, 


, M.C. (Member 


M.B.E. (a Vice President) ; Lt.-Colonel H. 
Rudgard. 

Messrs. C. J. Selway, C.V.O., C.B.E., T.D. 
(Hon. Treasurer); A. E. Sewell; John Shear- 
man (President, Institution of Automobile 
Engineers); C. E. R. Sherrington, M.C.; 
Stanley Sparkes. 

Messrs. C. R. Tattam, M.C (President, 


Municipal Passenger Transport Association) ; 
A. Terry (Chairman, National Council of 
Commercial Education) ; T. E. Thomas, C.B.E. 
(Past President, Chairman, Public Transport 
Association). 
Mr. E. Uzzell. 


Commander H. F. Whitworth, O.B.E., 
R.N.V.R.; Mr. W. Cyril Williams ; Sir William 
Wood (Past President); the Rt. Hon. Lord 


Woolton, P.C. (Minister of Reconstruction). 


The President, in welcoming the guests, 
said that he had sent the following mes 
sage to the King: — 


‘*“On the twenty-fifth anniversary of 
the formation of the Institute of Trans- 
port, of which Your. Majesty is the 
gracious patron, the President, Council 
and members of the Institute assembled 
together, with humble duty, beg that 


Your Majesty will accept this expression 
of their loyalty and devotion.’’ 

The following reply had been received: 

‘* Please convey to all members of the 
Institute of Transport the King’s sincere 
thanks for their kind and loyal message 
on the twenty-fifth anniversary of its 
foundation, with his best wishes for the 
Institute’s future prosperity.’’ 

Among other messages which had been 
received was one from Lord Leathers, the 
Minister of War Transport, which stated: 

‘* The fact that the Institute of Trans 
port is today celebrating its Silver 
Jubilee is, I think, the best possible 
evidence that it serves an essential pur- 
pose in the life of the industry. I con 
gratulate the Institute on this further 
proof of a sound, virile and youthful con 
stitution, and I should like, as Minister 
of War Transport, to express my warm 
appreciation of what the Institute is 
doing to promote the study of transport 
subjects. 

‘* Transport has 
during this war and 
learned some valuable 
not rest on the former, or neglect the 
latter. When the cease fire has sounded 
we shall, as a nation, be faced with the 
gigantic task of rebuilding the trade and 


laurels 
also 


earned many 
has, I hope, 
lessons. It must 
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industries on which that era of security 
and prosperity for which we all long must 
be based. They will depend on transport 
and will need and expect to find the same 
energy, enterprise and initiative in trans- 
port service that have been so well mani- 
fested in war. I am confident that they 
will not be disappointed, and I look to 
the Institute of Transport to focus in the 
future, as it has in its first 25 years, the 
instincts of progress in that sphere which 
it was founded to promote. Let us carry 
on into peacetime the spirit of co-ordi- 
nated teamwork that has served us well 
during the five grim years just passed, 


and let our endeavour be to render to 
our country the best service that our 
combined efforts can produce.”’ 

A joint message from Mr. A. V. 
Alexander, Sir James Grigg, and Sir 
Archibald Sinclair on the behalf of the 
combined services was in the following 


terms: 

‘“*On behalf of all ranks of the Fight 
ing Services, who have been among the 
principal users of transport for more than 
five years, we wish to take this oppor 
tunity of acknowledging the vitally im 
portant part which transport has played 
in the present war. Every major offen 
sive which the Allied Forces have under 
taken has been a feat of transportation no 
than a feat of arms. In Africa and 
Italy, as in Burma and India, supply has 
been our dominant problem and the solu 
tion has involved the movement of stores 
and equipment in greater quantities and 
over greater distances than has ever 
been attempted. The culminating achieve 
ment was the landing in France, when a 
million men, with all their vehicles and 
stores, were put ashore in 28 days—an 
achievement which undoubtedly took the 
enemy completely by surprise. In all 
these operations, the Services have never 
called on the Merchant Navy or inland 
transport in vain, and we know that in 
the transfer of our Forces to the Far East 
as required we can count on the same 
cheerful and efficient co-operation. The 
scientific study of transport problems is 
today just as important from a military 
is from, a civilian point of view, and we 
ask you to convey to the members of the 
Institute of Transport—which has done so 
much to promote the knowledge and prac 
tice of up-to-date methods—our heartiest 
congratulations on the attainment of their 
Silver Jubilee.”’ 

He extended a particularly cordial wel- 


less 


come to Lord Woolton, the Minister of 
Reconstruction; they were all extremely 
sorry that Lord Leathers could not be 


present, but they were glad to see Mr. 
Philip Noel-Baker, Parliamentary Secre 
tary to the Ministry of War Transport, 
who had done such excellent work at this 
ministry. They were also pleased that 
representatives of Russia had been able to 
attend the luncheon. It was gratifying to 
welcome also the representatives of the 
Institutions of Civil, Mechanical, and Elec- 
trical Engineers. It was a great pleasure 
Mr. Herbert Morrison, who, in 
1930, had spoken at the luncheon of the 
Institute as a guest when he had been 
Minister of Transport. 

Mr. MHerbert Morrison, Minister of 
Home Affairs & Minister of Home 
Security, who proposed the toast of the 


to see 


Institute, said that he had _ thought 
that the guest would be Lord Leathers, 
and as he (Mr. Morrison) was notoriously 
in close harmony’ with his (Loyd 
Leathers’) general economic outlook, he 


had been asked to take his place. He was 
glad to see present Sir Cyril Hurcomb, 
who had been his Permanent Secretary 
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when he had been Minister of Transport; 
no one could have wanted a better Per- 
manent Secretary. 

He saw that the toast list by mistake 
had described him as ‘‘ Minister of Home 
Securities.’’ He had no securities. He 
had no money to buy them and he gid 
not wish to be contaminated by acquir- 
ing any. Lord Ashfield had told him at 
the lunch that this description, ‘‘ Minister 
of Home Securities,’’ had arisen in rela- 
tion to Transport ‘‘C ’’ stock. He could 
assure those present that this stock was 
going to be all right. 

Never at any previous point of our 
history had transport been more highly 
organised or more geared to the require- 


ments of the nation than it was at 
present. 

There would come a time when the 
Ministry of War Transport would 


become the Ministry of Peace Transport. 
Many problems of winding up would then 
have to be faced. Two common charac- 
teristics of the organisation of transport 
would have to be faced whatever the 
organisation of the industry was to be. 
The first was a recognition that transport 
was a basic industry. The second was 
that it is a common service industry and 
was at the service of all the other ser- 
vices which combine to make up the eco- 
nomic life of the nation. 

The economics of transport were easy 
to understand. One of the first things he 
had learnt about electricity was the im- 
portance of the load factor, and _ this 
could be applied equally to the transport 
industry. If one had a great deal of 


capital invested in an industry the well- 
being of that industry would be enor- 


mously influenced by the extent to which 
that capital, and the physical assets it 
represented, were used. If transport had 
capital based on the movement of one 


million tons of goods, and its overheads 
and physical assets were based on that 
movement, and it moved only half a 


million tons, then it meant that only half 
the capital was getting its economic use. 
Some forms of transport paid very well 
at one time and others did not, but the 
situation was reversed from time to time. 
At one time the London tubes had car- 
ried the buses, but latterly the position 
had been reversed 

It was really the problem of the rail- 
ways that they had a vast amount of 
capital, and unless the load they carried 
was also great they could not stand up 
to the financial position. The British 
transport industry would have to be 
streamlined for efficiency. It had to be 
ready to eliminate dead matter. It was 
not possible to let the railways die, nor 
the road industry either. 

The President of the Institute, Mr. 
Kelso, was respected at the Ministry of 
War Transport and also in industry. He 
was associated with the General Steam 
Navigation Company. 

Mr. Kelso congratuated Mr. Morrison 
on his speech. He thought that what 
the Minister of Home Security had said 
underlined the necessity for having the 
Institute of Transport, which within its 
own ambit covered all kinds of transport. 
They could read into what Mr. Morrison 
had said a warning, and should see that 
what was best in transport should be 
done of the national economy. 

Mr. T. E. Thomas, General Manager, 
London Passenger Transport Board, 
spoke briefly in appreciation to the 
Chairman. He said that Mr. Kelso had 
been recovering from a serious illness, 
and members, therefore, would wish him 
health, prosperity, and a successful year 
of office with more than usual sincerity. 
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British Ports and Their Future 


Abstract of presidential address by Mr. F. E. Wentworth-Sheilds, 
O.B.E., before the Institution of Civil Engineers 


Mr. F. E. Wentworth-Sheilds, O.B.E., 
delivered his presidential address to the 
Institution of Civil Engineers on Novem- 
ber 7. Mr. Wentworth-Sheilds said that, 
as he had spent a large part of his life 
as a dock engineer,* he wished to speak 
about British ports. In the course of his 
address, after congratulating the Institu- 
tion on the recent formation of the Mari- 
time Engineering Division, he pointed out 
that one peculiarity of British ports was 
that there was probably no group of 
organisations, either in this country or 
abroad, which had such a variety of 
forms of administration; there were five 
such forms, all carried on with a fair 
measure of success : — 

(1) Administration by the State.—Such 
ports were few because the British people 
had an innate aversion to State manage- 
ment of businesses; but the Caledonian 
and Crinan Canals, with their ports, were 
owned and managed by the Government. 

(2) Administration by a municipality. 

-Mr. Wentworth-Sheilds cited Bristol as 
a conspicuous example. 

(3) Administration by a statutory trust 
representing all interested parties.—That 
was a favourite method. London and 
Liverpool were the largest of such ports. 

(4) Administration by a railway com 
pany.—Examples were Hull and South- 
ampton. 

(5) Administration by a company trad 
ing for profit.—Examples were Gloucester 
and Ardrossan. 

At most ports some of these forms of 
administration were found working in 
combination. For instance, although the 
powers of the Port of London Authority 
were wide, and although the Authority 
owned the docks, it did not own all the 
wharves which lined the banks of the 
Thames. All five systems had both vir- 
tues and drawbacks. State ownership, so 
popular in France and Italy, had the 
merit that to raise capital for a large con 
struction scheme was comparatively easy; 
on the other hand, the Government 
machine was slow and ponderous. Similar 
remarks applied to a lesser extent to 
municipal ownership. In many ways the 
port trust was ideal, as the _ trustees 
directly represented most of the interests 
concerned; they therefore knew what was 
needed, and at the same time were 
anxious to check extravagance. 

Success OF RaILway ADMINISTRATION 

The attained by railway ad 
ministration of ports, however, had 
proved that it was possible to pay atten 
tion to, and to satisfy, the various users 
of a port, without necessarily organising 


success 


them as a board of management. It was 
often said that a railway company con- 
sidered its ports as feeders, and looked 
askance at road or water-borne traffic; 


but in his experience that was hardly a 
fair statement. 

As to ownership by a company trading 
for profit, although many important ports 
(notably London) had been developed by 
private enterprise, few had survived alto 
gether as such, chiefly because, although 
dock development was costly, income 
fluctuated with the state of shipping and 
foreign trade. 

There seemed no reason to suppose that 





Engineer, 


* Mr. Wentworth-Sheilds was Docks 
] from 


L.S.W.R., and afterwards Southern Railway, 
1909 to 1936 (see also page 459) 


the Government would continue indef 
nitely to retain its wartime close contro] 
on British ports, although it had been 
indicated clearly that such control could 
not be relaxed suddenly. On the other 


hand, it was perhaps doubtful whether 
port organisation would revert to what it 
had been. Except in the case of railway 
ports, each had been independent of the 
others. and that had involved fierce 
petition. In many ways that had been 
all to the good; but the more enterpris 
ing ports sometimes had spent large sums 
on extending and equipping their quays 
to attract shipping which could have been 
accommodated as well, or better, els¢ 
where; whereas some ports had not been 
improved or maintained as well as they 
should have been. 


com 


FUTURE CONTROLS 

Mr. Wentworth-Sheilds said that, what 
ever might be decided as to control of 
ports by a central ‘authority, local port 
administrations would be needed to initi 
ate schemes and to conduct the busin 
of the ports; and for those he would not 
be surprised if reliance were to continu 
to be placed on the heterogeneous bodies 
which, after all, had served well. He 
added that he understood the whole ques 
tion of the future of port government was 
being investigated by the Dock & Har 
bour Authorities’ Association, which 
represented all British, including railway 
ports; it should be able, he thought, t 
suggest an excellent scheme. 

It was not certain yet who would con 
trol the approaches to ports. Betweer 
the two wars there had _ been 
pitched battles between the railways and 
the owners of road-transport (especially 
goods) vehicles. Gradually, however 
they were composing their differences 
and a proposal to place the management 
and finance of all forms of inland trans- 
port under one authority was meeting a 
good deal of opposition, especially from 
the railways, which, it must be admitted 





many 


had done magnificent and useful work 
both before and during the war, under 


directorates elected by shareholders alone 
He thought it might be claimed fairly 
that that was largely due to the railways 


having been managed by directors and 
officials who took long views and con- 


sidered that they were serving best the 
interests of shareholders by serving those 
of clients and employees. The problem of 
unifying the management of roads and 
railways was complicated by the fact 
that, whereas the railways owned and 
maintained their tracks, those used by 
their rivals were owned and maintained 
by public authorities. Also, whereas the 
railways were owned by five companies 
public passenger vehicles were owned by 
many more, and goods vehicles by hun 
dreds. The problem, no doubt, would 
take a little time to solve; but it seemed 
unlikely that the railways or other trans- 
port organisations would be nationalised 
in the sense of being owned and managed 
by the State. 

Mr. Wentworth-Sheilds continued his 
address with some interesting remarks on 
among other matters, finance in relation 
to ports; layout and equipment of ports; 
design and research; and relations with 
clients, contractors, and operatives. He 
concluded by referring to the question of 
where those who took part in industry 


No 


wou 
pow e 
their 
exp iT 
train 
preva 
em} ( 
show 


Stat 


Dr 

The 
allow: 
from 
The 
field 





Green 
the | 
Easte 
defence 
and, 
estate 
laneol 
lamay 
by th 
serval 
The 
3, 19. 
totally 
injure 
was C 
ence 
track 
Essex, 
rater 
in ent 
9.10 p 
the 1; 
lrivin 
explod 
cautio 
reason 
accide 
onseq 
lefend 
whose 
yperat 
The 
f its 
neglige 
liable 
the in 
within 
Provis' 
provid 
tion fe 
public 
vided: 
tained 
emerge 
compel 
ible, V 
any ot 
visions 
payabl 
tion A 
ployers 
b) wo 
actmen 
at con 
Case of 
m the 
tion w 
huisan¢ 
person 
ages we 





KUM 


section 
injuries 


any’ mi 


weapon 
thing; 

jurious 
combat 
by the 














is th 
anies 
od by 
hun 
would 
»emed 
trans 
alised 
nage 


d his 
KS on 
lation 
ports 


with 


He 


ion ol 


lustry 


Seabee 





November 10, 1944 


would find the necessary ‘ motive 
power ’’ to induce them to contribute 
their shares towards its revival and 


expansion, and mentioned a scheme of 
training schools set up by one firm, the 
prevailing appeal of which was to young 
em} oyees’ imagination, and which 
howed good results. 





Staff and Labour Matters 


Driver’s Death in Bomb Crater 

The Court of Appeal on October 27 

ved the appeal of Mrs. Greenfield 
from the judgmtent of Mr. Justice Charles. 
[The appellant, Mrs. Alice Maud Green 
field of Princess Street, Parkeston, 
Essex, the widow of Mr. William George 
Greenfield, an engine driver employed by 
the defendant, the London & North 
Eastern Railway Company, sued _ the 
lefendant under the Fatal Accidents Acts, 





as administratrix of her husband's 
estate, under the Law Reform (Miscel 
uneous Provisions) Act, 1934, to recover 


lamages for her husband’s death caused 
by the negligence of the defendant or its 
servants. 

The plaintiff's case was that on March 





3, 1943, about 9.45 p.m., when it was 
totally dark, the deceased was fatally 
injured when a railway engine, which he 
vas driving for the defendant in obedi 
ence to its instructions on the railway 
track between Shenfield and Ingatestone, 
Essex, Overturned in a bomb crater. The 


rater had been caused by the falling of 
an enemy bomb which exploded at about 





9.10 p.m. several miles from the point on 
the line at which the deceased was 
lriving at the moment when the bomb 
xploded. He was instructed to proceed 
uutiously, and did so. He had no 
reasonable opportunity of avoiding the 


ident, and he was fatally injured in 
msequence of the negligence of the 
lefendant or of one of its servants unde! 
vhose supervision the control office 
perated. 

[he defendant admitted that, by one 
f its servants, it had been guilty of 
gligence, but contended that it was not 
liable to pay damages on the ground that 


the injuries sustained were war injuries 


ithin the Personal Injuries (Emergency 
Provisions) Act, 1939, and that the Act 
ovided a scheme by which compensa 


m for such injuries was payable out of 


ublic funds. Section 3 of that Act pro 
vided: ‘‘ In respect of a war injury sus 
tained during the period of the present 
mergency by any person . . . no such 
mpensation or damages shall be pay 


ble, whether to the person injured or to 
any other person, as apart from the pro 
visions of this subsection—(a) would be 
payable under the Workmen’s Compensa 
n Acts, 1925 to 1938, or the Em 
yers’ Liability Act, 1880 .. .; or 
b) would, whether by virtue of any en 
actment, by virtue of any contract, or 
at common law, be payable—(i) in the 
ase of a war injury by any person 
m the ground that the injury in ques 
tion was attributable to some negligence, 
nuisance, or breach of duty for which the 
person by whom the compensation or dam- 
ages would be payable is responsible.’’ By 
‘‘ War injuries means physical 
caused by (i) the discharge of 
any’ missile . . .; or (ii) the use of any 
weapon, explosive, or other noxious 
thing; or (iii) the doing of any other in- 
jurious act; either by the enemy or in 
combating the enemy ; or (b) caused 
by the impact on any person or property 





D 


section 8: 
injuries (a) 
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of any enemy aircraft . . . or any part 
of, or anything dropped from any such 
aircraft.’’ 

Mr. Justice Charles held that the death 
was caused by war injuries within sec- 
tion 8, and that accordingly, by reason 
of section 3, the plaintiff was not entitled 
to recover damages in the action. He 
added that if he had decided in the plain 
tiff’s favour he would have awarded her 
£2,000 under the Fatal Accidents Acts 
and £200 under the Law Reform (Miscel 
laneous Provisions) Act, 1934. 

Lord Justice MacKinnon, in giving 
judgment, said that the only question 
was whether the injury which killed the 
deceased was a war injury. In his opinion 
the injury was not caused by the dis 
charge of any missile by the enemy, nor 
by the use of any weapon, explosive, or 
other noxious thing by the enemy, nor by 
the doing of any other injurious act by 
the enemy. It was not, therefore, a war 
injury within paragraph (a). As to para 
graph (b), there was clearly no impact on 
the deceased of any enemy aircraft o1 
anything dropped from such aircraft. It 
was suggested that the injury was caused 
by the impact ‘‘on any property ’’ of 
something dropped from an enemy air 
craft. It was true that the hole into 
which the engine fell was caused by a 
bomb from an enemy aeroplane and that 
the deceased’s injury was caused by the 


engine falling into the hole, but the 
injury was not caused by the im- 
pact on the deceased or on any pro- 


perty of anything dropped from an enemy 
aeroplane. If, while the engine was pro- 
ceeding, a German bomb had fallen on a 
bridge and shattered it, so that parts of 
the bridge had fallen on the deceased and 
injured him, he would have come within 
(b) and suffered an injury caused by the 
impact on property of something dropped 
from an enemy aeroplane; the addition of 


the words ‘‘ impact on any property "’ to 
‘impact on any person ’’ was intended 
to cover the case of a bomb which did 


not hit a person, but hit something near 


him, which thing, or parts of which 
thing, in falling, injured the person. The 
appeal would be allowed. 

Lord Justice Lawrence, agreeing that 


the appeal should be allowed, said that 
the Court had not to consider the ques 
tion of legal ‘‘ causes’’ in general, but 
the meaning of the particular words of 
the section, and the words all related to 
acts which were not continuing but im 
mediate. Where the impact of the bomb 
qua impact was over and done with, the 
impact could not truly be said to cause 
the injury. It was the crater, not the 
impact of the bomb, which directly 
caused the injury, and it might have hap 


pened that the crater had caused the 
injury years after the impact. 
Mr. Justice Cassels agreed that the 


appeal should be allowed. 
Judgment was entered for the plaintiff 
for the amount stated by the trial Judge. 


Parliamentary Notes 


L.M.S.R. Bills 

When the London Midland & Scottish 
Railway Bill, as amended, and the London 
Midland & Scottish Railway (Canals) Bill, 
as amended, came before the House of 
Commons again on October 31, considera- 
tion of them was again deferred. 

The following Motions were agreed to on 
the proposition of Major James Milner 
(Chairman of the Committee of Ways & 
Means) : 


“That the London 


Promoters of the 
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Midland & Scottish Railway Bill and the 
London Midland &' Scottish Railway 
(Canals) Bill have leave to suspend further 
proceeding theron in order to proceed with 
the same, if they shall think fit, in the next 
Session of Parliament, provided that notice 
of their intention so to do be given in the 
Committee and Private Bill Office not later 
than the day before the close of the present 
Session and that all fees thereon due up 
to that perod be paid.” 

‘That in case either of the said Bills 
shall be brought from the Lords in the next 
Session of Parliament, a declaration signed 
by the Agent stating that the Bill is the 
same in every respect as the Bill which was 
brought from the Lords in the present 
Session shall be deposited in the Committee 
and Private Bill Office before the First 
Reading of such Bill, and as soon as one of 
the Clerks in the Committee and Private 
Bill Office has certified that such deposit 
has been duly made, the Bill shall be read 
the first time and shall be deemed to have 
been read a second time, committed and 
reported with such Amendments as have 
been made to the Bill in Committee in the 
present Session (and shall be recorded in 
the Votes as having been so read, com- 
mitted and reported) and the Bill, as 
amended, shall be ordered to lie upon the 
Table.”’ 


Questions in Parliament 


Locomotive Fuel 

Mr. E. W. Salt (Birmingham, Yardley— 
C.) on November 1 asked the Parliamentary 
Secretary, Ministry of War Transport, 
whether any experiments had been carried 
out during the war in the use of pulverised 
coal-fired locomotives; and whether the 
research departments of the railways had 
any plans in this connection. 


Mr. P. J. Noel-Baker (Parliamentary 
Secretary, Ministry of War Transport) : No 
experiments in firing locomotives with 


pulverised coal have been carried out during 
the war. Earlier experiments had shown 
that the consumption of fuel was slightly 
higher than in engines of the same class 
burning lump coal. The use of pulverised 
coal also had other features which made it 
unattractive when compared with normal 
methods of fuelling locomotives. 

Mr. Salt: Has the Parliamentary Secre- 
tary any intention of having further re- 
search made, in case it is discovered that 
it is possible to use pulverised coal ? 

Mr. Noel-Baker : The experiments which 
were made showed that it was slightly more 
expensive and that the apparatus required 
was awkward, and it was thought to be 
dangerous on the footplate. If, however, 
Mr. Salt has other evidence, I shall be very 
glad to consider it. 

Dr. H. B. W. Morgan (Rochdale—Lab.) : 
Will the Parliamentary Secretary consider 
the undesirability of pursuing this matter, 
having regard to the danger of silicosis from 
inhaling pulverised dust ? 

Mr. Noel-Baker: That is 
considerations. 

Accident at Bullgill 

Mr. Frank Anderson (Whitehaven—Lab.) 
on November 1 asked the Parliamentary 
Secretary, Ministry of War Transport, if his 
attention had been called to the death of 
Mr. Peter Cosgrove of Whitehaven, who was 
travelling on the Maryport-Carlisle section 
of the L.M.S.R. early in September, 1944, 
when close to Bullgill station, openec the 
window to let out the smoke from the 
compartment he caught his head: on the 
Ellen Hall bridge; why these compart- 
ments were not safeguarded by window- 
rods as is the case on the Manchester to 


one of the 
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Oldham section and so avoid the possibility 
of accidents of this description ; and what 
steps had been taken to prevent a recur- 
rence. 

Mr. Noel-Baker: I have received a full 
report on this unfortunate accident at 
Bullgill I understand that it would be 
difficult to adopt Mr. Anderson’s proposal 
that bars should be fitted to the windows, 
for the reason that the traffic on this line 
is not limited to local stock. Bars are open 
to objection also on grounds of safety in 
the event of fire or accident to a train 
Special warnings to passengers are put up 
in all the carriages; and I am asking the 
railway company to consider whether there 
are any other special precautions which 
they could take 

Mr. Anderson: Is it not a fact that the 
stock used for the traffic from Workington 
to Carlisle is localised ? Is it not also a 
fact that the provision of rods on windows 
prevails where there are narrow tunnels 
and narrow bridges on the Manchester- 
Oldham section where there have been no 
accidents, whereas there has been a series 
of accidents, including accidents to school 
children, on this section ? Will the Parlia- 
mentary Secretary ask the company to 
consider this provision favourably at an 
early date ? 


Mr. Noel-Baker Yes, sir. I think what 
Mr. Anderson says about the Manchester 
line is quite correct and I believe there 
have been no accidents there. On this 
line there have been five fatal accidents in 
the last nine years. However, I think he 
is wrong in thinking that the stock is all 
local stock: I believe other stock has to 


be used as well, but if he has other evidence, 
I shall be glad to consider it. 


Marseilles-Geneva Railway Traffic 


Major-General Sir Alfred Knox 
(Wycombe—C.) on October 31 asked the 
Secretary of State for War whether, as 
the Marseilles-Geneva railway was re 
ported to be working again, transports 
with the 1,500,000 parcels accumulated at 
Lisbon had sailed from there to Mar 
eilles 

Sir James Grigg (Secretary of State for 
War): I expect that sailings of Red Cross 
ships from Lisbon to Marseilles will be 
resumed at an early date. I am in touch 
with the military authorities at Marseilles 
with a view to restoring the full flow of 
prisoner of war supplies to Geneva as 
rapidly as the needs of the military 
situation will permit. 

Sir A. Knox: But what is the cause of 
this delay? There has been a definite 
shortage of parcels in Germany, but rail 
way transport has been open for some 
time. 

Sir J. Grigg: I imagine that delay is 
caused by the volume of military traffic 
required to pass through the Port of 


Marseilles. 


Electrical Industry 

Mr. Quintin Hogg (Oxford—C.) on 
November 2 asked the Secretary to the 
Overseas Trade Department what steps he 
has taken and what consultations he has 
held with a view to promoting British elec- 
trical exports after the war. 

Mr. Harcourt Johnstone 
Overseas Trade Department) : My Depart- 
ment maintains constant touch with the 
British Electrical & Allied Manufacturers 
Association as well as with a number of 
leading individual manufacturers for export. 
Contacts with the industry make it clear 
that the electrical industry is planning all 
possible efforts to resume and expand its 
export trade when war conditions permit. 

Mr. Hogg: Is Mr. Harcourt Johnstone 
aware that the British electrical industry 


(Secretary, 
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is one which was able to compete in the 
world market immediately before the war ; 
and will he therefore pay particular atten- 
tion to the development of this industry in 
the export world after the war ? 

Mr. Johnstone: Yes, I have stated in 
this House that the hopes of the Board of 
Trade and my Department rest very largely 
on the development of the electrical indus- 
try, which is one of the most promising we 
have in the country. We are taking all 
steps to maintain the closest possible con- 
tact with it. 


Mr. De la Bere (Evesham—C.) Why 
not electrify the Board of Trade ? 

Notes and News 
London-Liverpool Air Services. 
Railway Air Services Limited has an- 
nounced that the new civil air services 
which it is establishing between London 
and Liverpool will operate on and from 


Monday next, November 13 

I.C.1. Gift to Oxford University. 
rhe University of Oxford has accepted an 
offer by Imperial Chemical Industries 
Limited to pay to the University £7,200 a 
year for seven years for the 
establishing research fellowships in chemis- 
try or physics (see our issue of July 28). 


Permanent Way Institution.—A meet- 
ing of the London Section of the Institution 
will take place on November 18, at 3 p.m., 
at the Junior Institution of Engineers, 39, 
Victoria Street, S.W.1, when a lantern 
lecture will be given by Mr. D. P. Carr, of 
the Southern Railway, on ‘“‘ The Renewal 
f Borough Market Junction.” 


Argentine Railway Exchange Rates. 


—We are informed by our Buenos Aires 
correspondent that a Decree, dated 
November 3, has been released under the 
terms of which the British-owned Argen- 


tine railways are granted an exchange 
rate of 14-15 pesos to the ¢ for financial 
remittances, and of 14 pesos to the £ for 


the purchase of materials. The previous 
rate for financial remittances was 16-15 
pesos to the /, and for material purchases 


15 pesos (See editorial article, 


page 443) 


to the £ 


British Electric Traction Co. Ltd.— 
[he directors have declared the following 
interim dividends on account of the financial 
year ending March 31, 1945, payable on 
December 8, 1944 on the 6 per cent. 
cumulative participating preference stock, 
3 per cent. actual (the same), less income 
tax at 10s. in the £; on the 8 per cent. non- 
cumulative preferred ordinary stock, 4 per 
cent. actual (the same), less income tax at 
10s. in the £; on the deferred ordinary 
stock, 15 per cent. actual (the same), 
income tax at 10s. in the £. 


less 


Institution of Civil Engineers War 
Service Committee.—The council of the 
Institution has set up a special War Service 
Committee to deal with the cases of prospec- 
tive candidates for election whose engineer- 
ing training has been interrupted by the 
war, with a view to those candidates being 
advised in respect of the periods of practical 
training and/or engineering experience, and 
the examination qualifications, which will 
be required before the council will consider 
them qualified for election to corporate 
membership of the Institution. The council 
is of the opinion that a statement setting out 
such requirements may be of service to 
young engineers in connection with their 
re-instatement in civilian employment. 
Intending candidates for election, who are 


purpose of 


November 10, 1944 


serving in H.M. Forces, or have been directed 
into work of national service, and who 


. i were 
under the age of 31 on November 1, 1944 
should apply to the Secretary for particy- 


lars. 
London and Paris Transport Ffoot- 


ball.—Sporting enthusiasts of the Paris 
Metro have renewed a long-standing associa- 
with London Transport. In a letter of 
greeting, the Chief Engineer of the Metro 
states that, despite the war, Rugby foot- 
ball teams have been kept together and have 








British and Irish Railway 
Stocks and Shares 





Prices 
4 i a) 
Stocks £3 sx 
2S | Ls Nov. 
= 7, | Rise 
| 1944 | Fall 
G.W.R. 
Cons. Ord. — St 574 59 | 
5% Con. Prey. 1204 | 108 1174 I 
5% Red. Pref. (1950) 1105 106 105 
5% Re. Charge eee} 1374 1234 | 1324 | 
5°, Cons. Guar. 1354 12145 | 1294 I 
4% Deb. 118 1074 | 116 | 
44% Deb. 119 109-% | 1174 2 
44% Deb. 1244 | 116 1224 | 
5% Deb. ... «| 138 127 134} I 
4% Deb. ... ‘igh a 724 744 
L.M.S.R. 
Ord. ... we 3442 | 28 304 $ 
4% Pref. (1923) ...| 664 58 594 } 
4%, Pref. 805 73 | 78 It 
5°, Red. Pref. (1985) 1052 | 102 | 1034 |, — 
4% al ‘ 107 984 | 1034 | 
% Deb 1093 | 1034 | 107 4 
0° Red. Deb. (1952) | 1114 | 108 | 109 } 
L.N.E.R. | 
5% Pref. Ord. | Ie] Te | 8s 
Def. Ord... pee St | 38 4 
4%, First Pref. .--| 664 | 5S7$ | 60 \ 
4% Second Pref. 36 | 303 | 32, | 
5% Red. Pref. (1955) | 993 | 93 | 984 af 
A% First Guar. ...| 1023 | 94 | 101 } 
4% Second Guar. 934 | 85% 92 t 
3%, Deb. | cou 783 | 84% 
4% Deb ...| 1095 | 101g | 107 I 
5°, Red. Deb. (1947) | 1064. | 102 102 
44% —s Fund 
Red. Deb. 108 1034 | 1054 
SOUTHERN Pay 
Pref. Ord... ...| 80 724 | 764 | 
Def. Ord. vee] 263 203 | 254 | 4 
5% Pref. 1194 | 106% | 1164 | 
5% Red. Pref. (1964) | 114 1084 | 114} | 
5% Guar. Pref. ..| 136 122 1294 1 
5% Red. Guar. Pref. | 
(1957) | 117 | 1093 | 113s | 
4%, Deb. 1174 | 106 m5 i+ J 
5% Deb. 137 | 126 133 Mé 
4% Red. Deb. "(1962- | 
muy 112 106} | 1095 
% Red. Deb. (1970- | 
— in eee 107 1104 | 
FORTH BRIDGE 
4% Deb | 109 104% | 104 = 
4°, Guar. w+} 105 | 1024 | 1024 | —_ 
L.P.T.B. | | 
44° oA ove one] 1254p | 104 | 1204 = 
vel. 33%, | 123 | 1304 —_ 
3°, Guar, (1967. 72)... 100; | 97 99 
.| 124 114 1214 
wen B ae x 53 68 | 
MERSEY ; 
Ord. w.| 344 | 27 | 34 [+ 4 
3% Perp. Pref. 68 | 594 6% |+ 4 
4% Perp. Deb. 104 | 1024 103 - 
3% Perp. Deb. wes] 83 | 78; | 82 + 3 
| | 
IRELAND* | 
BELFAST & C.D. | | | 
Ord. ... wa 9 6 9 _ 
| 
G. NORTHERN 
OE sass aes ee 16 | 29% 4H 
Pref. ... sis | — — | 47% |+ | 
Guar.... ove | — — | 65 — 
G. SOUTHERN 
Ord = 30 94 593 |+ Ik 
Pref. 30 i 592 |+ ¢ 
Guar. 64 264 | 75% |+ 4H 
Deb. ... 88} | Siz | 973 |+ It 








*Latest available quotation 
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Overseas Employment 


Ass STANT ACCOUNTANT required by the 

xovernment of the Gold Coast for the Railway 
Department for one tour of 12 to 24 months, with 
wssible permanency. Salary £400 rising to £720 a 
ear. Commencing salary according to qualifications 


ind experience. On salary of £400 there is a local 
lowance of £42 and for married men a separation 
lowance between £84 and £204 according to number 
dren. Free passages and quarters. Candidates 
have a thorough knowledge of book-keeping in 
branches, with practical experience in railway 
ting work, preferably on a home railway, and 


ible of taking full charge of any of the separate 

t s of a railway accounting organisation 
Applications in writing (no interviews), stating date 
{ birth, full details of qualifications and experience, 
luding present employment; also Identity and 
Nat il Service or other registration particulars. and 
g reference No. O.S.161, should be addressed 
Ministry of Labour and National Service, 
Appointments Department, Sardinia Street, Kingsway, 

n, W.C.2 





THE RAILWAY GAZETTE 


OFFICIAL NOTICES 


VERSEAS AGENCIES required by established 

firm of Engineers manutacturing Railway Trans 

port Equipment, well known on the writ sh Railways. 

Box 191, c/o [he Railway Ua-ette, 33, Tothill Street, 
Lonion, S.W.1. 





OFFICIAL ADVERTISEMENTS 


FFICIAL ADVERTISEMENTS 

insertion’ on this page should be 
The latest time for 
receiving official advertisements for this page for the 


intended for 
sent in as 
early in the week as possible. 


current week’s issue is 9.30 a.m. on the preceding 
Monday. All advertisements should be addressed 
to :—The Railway Gazctte, 33, Tothill Street, West- 
minster, Londor, S.W_1. 


































Universal Directory of Railway Officials 
and Railway Year Book 


50th Annual Edition, 1944-45, now ready 


This unique publication gives the names of all 
the principal railway officers throughout the world, 
together with essential particulars of the systems 
Much general and 
statistical information about railways is also concisely 
presented 


with which they are connected. 


Price 20/- net. 


THE DIRECTORY PUBLISHING CO., LTD., 
33, Tothill Street, Westminster, S.W.1 








maintained full programmes of fixtures It 
may be recalled that, in 1930, “ rugger’’ 
I teams from the Paris Metro 
ed London to play against London 
‘reground teams Paris won the 
rugger ’’ by 33 points to nil, and London 
won the “ ” by 3 goals to nil. 


and soccer ”’ 






soccer 


Newcomen Society Annual Meeting. 
The annual general meeting of the New 
yen Society for the Study of the History 
f Engineering & Technology will be held 
n Wednesday next, November 15, at 2.30 
p.m. in the Hall of the Institute of Journal- 
sts, 2, Tudor Street, E.C.4 \fter the 
lection of office bearers for the ensuing 
session and the presentation of the annual 
report and financial statement, a revision 
f the rules will be submitted. Afterwrds 
\ paper will be presented by Dr. H.W. 
Dickinson’ entitled 3esoms, Brooms, 
Brushes, and Pencils.”’ 


L.N.E.R. (Extension of Time) Order. 
Che Minister of War Transport has made 
the London & North Eastern Railway 
Extension of Time) Order, 1944 (S.R. & O. 
1944, No. 1174) extending by three years 
time limited by—(a) Section 45 of the 
L.N.E.R. (London Transport) Act, 1936, 
s extended by the L.N.E.R. (Extension of 
lime) Order, 1941, for the completion of 
ertain railways at Finsbury Park ; (b) Sec- 
tion 22 of the L.N.E.R. Act, 1938, as 
xtended by the Order of 1941, for the com- 
pulsory purchase of lands at Whetstone, 
Hucknall, Rugby, Lutterworth, and Bas 
ford 
Railway Freight Rebates.—The Rail- 
ay Rates Tribunal will sit at 11 a.m. on 
November 21 at its office, Wellington 
House, 125-130, Strand, London, to review 
e operation of the Railway Freight 
Rebates Scheme for the year ended Septem- 
er 30, 1944. The railway companies have 
filed with the Tribunal an application, which 
vill be heard at the same time and place, 
that there shall be paid out of the Railway 
Rebates Fund in respect of administrative 
xpenses for the period from October 1, 
1944, to September 30, 1945, a sum of 
£12,000. Notices of appearances and 
\bjections must be filed at the office of the 
Registrar on or before November 17. 


Canadian National Railways.—Gross 


earnings of the Canadian National Railways 


for the month of September, 1944, were 
$37,788,000, an increase of $842,000 in 
omparison with September, 1943. Opera- 
ting expenses, however, increased from 


$27,521,000 to $32,185,000 


and the net 
earnings of $5,603,000 were $3,822,000 
lower. For the period from January 1 to 
September 30, 1944, the aggregate gross 
earnings were $328,148,000, an increase of 
$1,199,000 in comparison with the corre- 
sponding period of 1943, but the aggregate 


net earnings of $61,211,000 showed a 


decrease of $10,907,000. 

Portal Houses on Vacant Railway 
Land.—At a meeting of the St. Pancras 
Borough Council on November 1, it was 
stated that the railway companies are to 
be asked if they will allow Portal houses 


to be erected on vacant land belonging 
to them. 

Assistant Accountant Required. 
An assistant accountant with thorough 


knowledge of book-keeping in all its 
branches, and practical experience in rail- 
way accounting work, is required by the 
Government of the Gold Coast for the 
Railway Department. For full details 
see our Official Notices above. 


Locomotive Production in India.—Sir 
Edward Benthall, War Transport Member, 
speaking in the Central Legislative Assem- 
bly on November 1, after stating that it had 
been dec ided to develop the shops of the 
Bengal & Assam Railway at Kanchrapara 
for the post-war manufacture of locomotives 
said that additional machinery was to be 
provided at an East Indian Railway work- 
shop, to make possible the manufacture 
during the war of 100 boilers a year, and 
after the war of 50 locomotives a year (see 
also our last week’s issue, page 419). 


Contracts and Tenders 


Six ‘* 15F ”’ 
South African 
at Cape Town 


class locomotives for the 
Railways were delivered 
from Great Britain during 
September, bringing the total delivered 
in the last three months to eight (see our 
September 29 issue, page 299). Electrical 
parts for ten 1,200-h.p. electric units, 
ordered from the Metropolitan-Vickers 
Electrical Co. Ltd., also have arrived in 
the Union; the mechanical parts are said 
to be expected in the near future. 

Below is a list of the orders placed 
recently by the Eygptian State Railways: 


Hoffmann Manufacturing Co. Ltd.: Ball 
bearings. 

Ransome & Marles Bearing Co. Ltd.: Ball 
bearings. 


Ltd. : 
Limited : 


Brush generator 
Pryrometer for 


Morgan Crucible Co. 
British Furnaces 
furnace. 


National Gas & Oil Engine Company : Exten 
sion to Power House. 
Marconi Wireless Telegraph Co. Ltd. : Wir 


less material. 
Richard Klinger Limited : 
Tuck & Co. Ltd. Jointing. 
Consolidated Pneumatic Tool Co. Ltd. : Tube 
expanders. 
Ministry of Supply : 
Davies & Metcalf 
spares. 
Turton Brothers & Matthew Limited : 
motive spares. 


Klinger joints. 


Copper ingots. 
Limited : Locomotive 


Loco- 


Dewrance & Co, Ltd. : Locomotive spares. 

McCorquodale & Co. Ltd.: Pincers and 
feeder. 

General Electric Co. 
fibre sheets, etc 

Hulburd Patents Limited : Locomotive spares. 

R. L. Ross & Co. Ltd. : Locomotive spares. 

C. H. Leng & Sons Limited: Brush sets. 

Cork Manufacturing Co. Ltd.: Jointing. 

Atlas Carbone & Battery Co. Ltd.: Porous 
pots. 

Le Carbone Limited: Cells. 

Buck & Hickman Limited: Chisels, knives, 
pincers and feeders. 

Westinghouse Brake & Signal Co. Ltd. : Cast 
iron locks, pulleys, etc. 

British Tabulating Machine Co. 
lerith cards 

Morgan Ebonite Co. Ltd. : 
rods. 

furner Brothers Asbestos Co, Ltd. ; 
ing boards. 

[yer & Co, Ltd.: Springs. 

P. & W. MacLellan Limited: Mild steel. 

H. J. Skelton & Co. Ltd.: Mild steel. 

B.X. Plastics Limited : Steamgland packing, 
jointings, bells, etc. 

Henry Williams 
etc. 

George Salter Co. Ltd. : Springs. 

Stewarts and Llovds Limited: Flanges, etc. 

Howell & Co. Ltd.: Boiler tubes. 

Superheater Co. Ltd. : Superheater heaters. 

Staveley Coal & Iron Co. Ltd.: Bends, etc. 

David King & Sons, Limited : pipes, etc. 

Imperial Chemical Industries : Tubes. 


Ltd.: Diaphragms and 


Ltd.: Hol 
Ebonite sheets and 


Insulat- 


Limited: Reversing lever, 


Chance Bros. & Co. Ltd.: Glass for coach 
items. 

Falk Stadelmann & Co, Ltd.: Glasses for 
hurricane lamps. 

J. Baker & Bessemer Limited: Tyres. 

Standard Telephones & Cables Limited: 
Cable. 

. . 
Forthcoming Meetings 


Institution 
Victoria Street, 


November 10 (Fri.).—Junior 
of Engineers, 39, 


S.W.1, 6.30 p.m. Paper: ‘‘ Electric 
Traction in Great Britain,’’ by Mr. 
H. K. Hewett. 


November 13 (Mon.).—Institute of 
Transport, at the Institution of Elec- 
trical Engineers, Savoy Place, Vic- 
toria Embankment, W.C.2, 5.30 p.m. 
Presidential address by Mr. R. 
Kelso. : 

November 14 (Tue.).—Institution of Civil 
Engineers, Great George Street, 
Westminster, S.W.1, 5.30 p.m. Road 
Engineering Division. Paper: ‘‘ The 
basic principles of soil compaction 
and their application,’”” by Mr. 
A. H. D. Markwick. 

November 15 (Wed.).—Institute of Fuel, 
at the Institution of Mechanical En- 
gineers, Storey,’s Gate, St. James’s 
Park, S.W.1, 2.30 p.m. Paper: 
‘The development and design of 
shell-type boilers,’’ by: Mr. B. F. 
Karthauser. 
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5 
. below the highest recorded this year | 
Railway Stock Market which in this case was 623. Great | 
Stock markets have shown a rising nature of the latest discussions with the Western 4 per cent. debentures m 1 up 
trend, with British Funds again higher authorities in the Republic. Sir Mon- from 115 to 1153, while the guarantee: 
on balance, although the upward move- tague’s statement enabled the significance stock was a point higher at 129} 
ment which followed the terms of the of the recent decree to be more clearly the 5 per cent. preference stock at 117 
new short-term Exchequer Bond issue was assessed. Stabilisation of the tariff and showed a similar gain on balance. P: 
not fully held. With yields on gilt-edged wages position until the end of 1946 has charges of the other main-line rail 
stocks still further reduced, yields on removed fears of worsening of earning were also higher where changed. | 
other securities, particularly leading in- power of the railways. On the other hand, where, L.M.S.R. ordinary was 30) 
dustrial shares, became more attractive, there remain the all-important questions pared with 293 a week ago, whi 
with the result that demand improved, of the heavy cost of fuel and other senior preference improved furthe: 
and prices recorded a widespread rise. materials, and particularly that of ex- 76} to 78} and the 1923 preference fror 
Home rails participated in the upward change rates, which must be solved before 58} to 59}. L.N.E.R. first pr T 
trend; prior charges were bought because the railways can be expected to show a moved up from 59 to 60} and the cond 
of their favourable yields when compared reasonable return on their capital. It is preference from 31} to 32}. ig 
with the return on various other groups not surprising, therefore, that the market Southern stocks, the preferred r rom 
of front-rank investments, and there was attached particular importance to the 754 to\764 and the deferred from 
again improved demand for guaranteed reports current earlier this week of anew 25%. Landon Transport ‘‘C’’ yw 
stocks and also for L.M.S.R. preference, Argentine Government decree giving an tionally higher at 68}. : 
L.N.E.R.. first preference and Southern improved sterling rate for remittances for In the Argentine section, B.A. ( 
preferred. Junior stocks also made fur the railways, although the assumption is Southern ofdinary rose to 13, 
ther progress, the substantial yields, that the improvement will do little more with 11§ a week ago, the 5 per ce1 
ranging from over 74 per cent. on Great than permit the companies to meet com-_ ference from 23} to 2534 and the 4 
Western ordinary to over 8} per cent. on mitments in respect of the wages agree- cent. debentures from 59 to 62 xd. B.A 
L.N.E.R. second preference, again attract ment. Nevertheless, the outcome of the & Pacific improved from 5% to 6 I 
ing better demand. latest negotiations, and the fact that they the 4 per cent. debentures from 69 70 = 
Argentine railway stocks showed general have been carried out in the friendliest B.A. Western was 14 points higher 
improvement, particularly the debentures atmosphere is a hopeful augury. In other 114; the 4 per cent. debentures gain 4 
which recorded gains ranging up to five directions, French railway sterling bonds points to 55. Central Argentine ordinar = 
points and were found in some cases to again held all but a small part of their improved from 8} to 9}, the 6 per t 
be only in small supply in the market recent advance. United of Havana 1906 _ preference from 23} to 26 and the 4 pe 
Preference and ordinary stocks also debentures were less active, the disposi- cent. debentures from 504 to 55} 
showed all-round improvement but gains tion being to await confirmation of the Argentine Great Western 5_ per 
on balance were moderate in comparison capital reorganisation reports. debentures were marked up from 50} 
The revival in this section of stock Compared with a week a Great 55}. Elsewhere, United of ivana 
markets reflected the encouraging state Western moved up from 57} to 59. debentures ease d slightly to 32. Canadiar 
ment made by Sir Montague Eddy as to Despite this improvement, the price, like Pacifics at 14} were unchanged 
the Argentine decree and the amicable that of other junior stocks, is still well balance 
Traffic Table and Stock Prices of Overseas and Foreign Railways 
Veale tov qaek 3 Aggregate traffics to date Prices 
= 
Railways Miles Week > Totals ew ro 2 SF 2 
open ending Inc.ordec. § Increase or es ve? EX 0 $ 
Total d e stock =F cs © = ce 
his year compares 6 1943/4 1942/3 crease s= | = | 2.-|2° = 
' Y with 1942/3 7 Sa ll St > 
£ é £ £ é 
Antofagasta (Chili) & Bolivia 834 29.10.44 32,880 - 1,620 43 1,254,920 1,244,400 4 10,520 Ord. Stk. 152 10 104 Ni ull 
Argentine North Eastern ... 753 28.10.44 15,942 4 1,716 17 287,160 246,198 + 40,962 oe 7% 5 5 Nil T 
Bolivar oes . eee 174 Sept., 1944 5,238 518 39 47,755 47,669 + 86 6p.c.Deb. 224 18 15S} Nil 
Brazil ere : — — — -- Bonds 23+ 19 18} Nil 
Buenos Ayres & Pacific --» | 2,807 28.10.44 125,400 + 18.600 17 1,967,760 1,582,200 + 385.560 Ord. Stk. 84 54 6; Nil 
Buenos Ayres Great Southern | 5,080 28.10.44 181,200 3,780 17 2,812,320 2,608,620 + 203.700 Ord. Stk. 17% 9} 13 Nil 
Buenos Ayres Western -» | 1,924 28.10.44 77,940 + 29,100 17 1,104,360 875,220 + 229,140 ve 16 t 11y Nil 
Central Argentine ... ooo] ue 28.10.44 152,514 | + 687 17 2,891,583 2,347,479 4 544,104 a 103 64 9 Nil re 
$ Do oe - - . — - Dfd. 45 3 4 Nil be 
< | Cent. Uruguay of M. Video 972 28.10.44 30,819 4,447 17 513,149 547,538 — 34,389 Ord. Stk. 74 44 44 Nil 
©] Costa Rica... - 262 = Aug., 1944 24,993 663 9 53,315 48,907 + 4.408 Stk. 16 124 164 Nil 
§ Dorada és wae aia 70 = Sept., 1944 29,850 4 5,190 39 237,415 196,807 + 40,608 | I Mt.Deb.|; 96 92 100; £5 | 
—| Entre Rios... en 808 28.10.44 19,998 — 342 17 383,094 347,500 + 33,594 | Ord. Stk. 9 5+ 6} Nil 
£] Great Western of Brazil «| 1,030 28.10.44 26,100 + 4,600 43 920,500 698.900 + 221.600 Ord. Sh. | 59/9 24/44 28.9 Nil a 
€( International of Cl. Amer. ... 794 = Sept., 1944 $493,259 + $6,534 39 $5,799,919 $5,512,281 + $287,638 _ _ ad ~~ ~~ i 
6 | Interoceanic of Mexico aa - — . Ist Pref. 23 \3 I Ni A 
s La Guaira & Caracas... eine 223 Ot., 1944 6,887 13 43 78, 218 83,360 — 5,142  5p.c.Deb.| 90 80 79 64 of 
p Leopoldina ... ane wae) Cee 28.10.44 44,131 : 5,488 43 2,020,555 1,496,193 + 524.362 Ord. Stk. 73 4 5 Ni 
3 Mexican a cae 483 21.10.44 ps. 429,200 +ps. 90,900 16 ps. 7,666,500 ps. 6,484,100 + ps. 1,182,400 Ord. Stk. I; 3 3 Ni 
o| Midland Uruguay — PES 319 Aug., 1944 16,470 + 1,810 9 34,921 31,115 4 3,806 — —_ = mi ei 
“| Nitrate - jel ate 382 31,10,44 8,382 1,326 43 149,724 128,695 + 21,029 Ord. Sh. 83/9 71/3 | 713 £3 Iq 
Paraguay Central jas ea 274 27.10.44 655,882 G11,772 17 989,012 944.590 + 644,422 Pr. Li. Stk. 75 Sit 74 8 co 
Peruvian Corporation ..- | 1,059 Oct., 1944 132,500 + 29,682 17 508,152 417,026 + 91,126 Pref. 17% 102 10 N oe 
Salvador ni ne a 100 July, 1944 ¢ 88,000 — 20,000 4 c 88,000 ¢ 108,000 — ¢ 20,000 —_— — — “ am . 
San Paulo... = aes 1534 - - — — — - Ord. Stk. 71 57 53; £3! pe 
Taltal ... wale we 156 Sep., 1944 2,705 | — 4,479 13 8.240 16,905 — 8,665 Ord. Sh. 37/6 | 20/ 15/ Nil 
United of Havana seni ice) Oe 28.10.44 38,329 - 1,588 17 801,915 843,166 |— 41,251 Ord. Stk. a 34 34 N By 
Uruguay Northern ... as 73 = Aug., 1944 1,320 | — 120 9 2,806 2,827 — 21 — _— — om as 
c 
& Canadian Pacific a --- | 17,018 31.10.44 1,985,200 + 292,800 43 53,222,800 48,472,600 + 4,750,200 Ord. Stk. 18 13% 1S 6 
5 9. 
fea |} Light ... ina Poe 202 Sep., 1944 20,820 + 3,322 26 140,130 127,485 + 12,645 Ord. Stk. — -- 125 £3 
‘s ) Bengal-Nagpur -| 3,267 Aug., 1944 1,202,400 | + 284,550 22 5,184,150 5,153,250 | + 30,900 Ord. Stk. | 1044 1014 — - 
2 Madras & Southern Mahratta 2,939 Mar., 1944 358,125 — 7,925 | 52 10,447,866 8,913,924 + 1,533,924 — — _ — i 
= (South Indian ... 2;349 20.12.43 199,410 + 24.449 37 5,321,558 4,562,445 |+ 750,113 = —}|/—|—|- 
it 
Egyptian Delta aed _ 607 30.9.44 18,268 + 4,297 26 327,721 257,924 + 69,797 Prf, Sh. 6% 23 44 N He 
$ | Manila oe a 3 = ae kts - B.Deb. 45 | 32 | 62} N e: 
8} Midland of W. Australia :. 277 Sep., 1944 20,894 — 10,375 13 60,947 101,693 — 40,746 Inc. Deb. | 101 93 994 £40 nu 
a | Nigerian eee +» | 1,900 26.8.44 241,389 — 26,773 4 “= — —_ —_ — — _ - 
> | South Africa ... eee --» | 13,291 9.9.44 875,655 + 15,623 23 20,165,789 19,113,277 + 1,052,512 — — - — “ 
Victoria see oan «| 4,774 April, 1944 1,188,999 — 212,162 — —_ — —_ — oe — — “ ) 
- —- : ——_— : du 
Note. Yields are nosed on 2 the approximate current price and are within a fraction of +. Argentine traffics are given in sterling calculated @ 16% pesos to the £ pa 
t Receipts are calculated @ Is. 6d. to the rupee thi 
pri 
. 








